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EDSON’S RECORDING STEAM GAUCE. 


So long as human nature is as unreliable as it is at 
present, there will always be danger that a steam boiler 
when entrusted to to the care of an engineer, may at 
times be subject to a dangerous pressure. This is much 
more liable to occur with locomotive engines, which 
are nearly always in use miles away from the observa- 
tion of those in authority, than with stationary or ma- 
rine boilers, which at any time are 
subject to the inspection of the 
owner, or “ boss,” whoever he may 
be. The invention which we give 
an illustration herewith is designed 
to keep a constant record of the 
steam pressure in boilers to which 
it is attached. It does this by 
means of a pencil, which is attached 
to the indicator of the gauge. This 
pencil marks on a slip of paper 
the rise and fall of the pressure. 
As it increases the pencil makes a 
straight vertical line, and as it falls 
the drum on the right is revolved 
by suitable g: ar and a ratchet on 
the top. The drum moves the 
paper and causes the pencil to 
make an oblique line as shown in 
cut. Vertical lines therefore indi- 
cate an increase in the pressure, 
and oblique lines a decrease. So 
long as the steam pressure does 
not vary, neither the pencil nor the 
paper are moved. Every variation 
is therefore recorded. There is 
also an alarm attached, which com- 
mences ringing as soon as the 
pressure reaches any point deter- 
mined upon. We copy the following excellent de- 
scription of the construction of the instrument from 
the Scientific American: 

“The steam enters by an ordinary pipe coupling into 
a series of circular, horizontal chambers, placed behind 
the pencil bearing, and by expanding, the former 
is made to operate the gear, causing the pencil to 
move upward in proportion to the degree of steam 
pressure, and ringing the alarm when the previ- 
ously fixed limit is reached. The reverse move- 
ment of the gear, produced during the reduction of 
pressure, moves the pencil downwards, simultane- 
ously with the rotary motion (given by means of a 
horizontal rack and lever operating a pawl within 
the upper rim) of the receiving drum, and, in con- 
sequence of the motion thus given to the chart, the 
pencil is made to trace an oblique line, invaria- 
bly in proportion to the fluctuation or reduction of 
pressure. A vertical line always denotes degrees 
of increasing pressure. 





“The chambers consist of pairs of corrugated 
steel disks, each disk, as well as the other motive 
parts, being nickel-plated, to prevent them from 
corrosion, even in a saline atmosphere. 

“The vertical scale is placed at the left of the 
pencil, as a guide for the chart; also for greater 
convenience when marking the pressure upon the 





A TOOL-HOLDER,. 





Mr. Thomas Wilson describes, as follows, in the Hng- 
lish Mechanic, a tool-holder of his invention : 

I enclose a drawing of a. tool-holder intended to 
supersede the ordinary forged steel tools for self-acting 
lathes and planing machines. 

Fig. 1 is a side view of the holder and tool complete. 
Figs. 2 and 3 respectively a front view and plan of the 





EDSON’S RECORDING STEAM GAUGE. 


same. The holder per se is made of 1in. square cast 
steel. The tool, z, is a flat piece of cast steel 5gin. x 
Ygin., and is shaded in the drawing. The wedge for fix- 
ing the same on the slot in the holder is marked black 
in the drawing. These three parts constitute the entire 
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WILSON’S TOOL-HOLDER. 


chart, previous to its removal. The charts are divided ' apparatus. The two facets, s s', forming the end of the 


into sections, numbered consecutively “ 50,” “51,” etc., 
the sections being sub-divided into four parts, marked 
1, 2, 3, 4. 

“The instrument is secured with a combination lock, 
and may be placed in the cabin of a steamer, or office 
of the commander, as well as in an engineer’s or super- 
intendent’s room, when required. It is adapted to 
locomotive, stationary, and marine boilers, of high or 
low pressure, as gas receivers, stills, soda fountains, etc. 

“Tt was patented in the United States, May 5, 1868, 
Aug. 8, 1869, and-Aug. 16, 1780; also in several foreign 
countries. Manufactured and sold solely by ‘The Re- 
cording Steam Gauge Company of New York,’ No. 91 
Liberty Street, New York.” 








cutter meet at an angle of 90°. The angle iad is 40° 12'; 
ead, 45°; eaf, 40° 48. It follows according to trigo- 
nometrical principles that the cutting edges of the tool 
will be 60°, and the facets, ss, will allow 3° clearance ; 
both of which conditions, I believe, are theoretical, as 
they certainly are practically, correct. 

The cutting point, a, should on no account be placed 
above the centre line 33'; for should the tool be over- 
loaded it will then bend from the work, whilst if placed 
above that line it would dig into the work, and some- 
thing must “go”—the strap will slip, the center give 
way, or the tool break. 

The above tool-holder, if used in connection with 
some contrivance for horizontal adjustment, will be 





found to answer admirably. As will be seen from Fig. 
3, it will work out a square corner and clear itself, will 
cut in either direction, and is applicable either to light 
or heavy work. 








Toronto and the Great Western Railway. 








The following is from the annual review of the com- 
merce of Toronto published in the Toronto Globe of 
the 3d inst : 

We have already referred to the 
alteration of the gauge of the To- 
ronto Branch of the Great Western 
Railway, a work which was done 
with surprising rapidity—traffic 
being stopped only a portion 
of a day. The authorities of 
the Great Western no doubt be- 
lieve it to be to their advantage to 
make the width of the gauge iden 
tical with that of their main line 
from Hamilton to the bridge, or 
the expense of the alteration in 
track, equipment of cars and pur- 
chase of new engines, &c., would 
not have been incurred. It is the 
intention of the company to make 
the whole of their system corres- 
pond with the American gauge, 
and the work on the Toronto 
Branch was but a step in the car- 
rying out of this policy. 

The change cannot fail to be of 
benefit to the merchants of Toronto, 
and Toronto people generally. It 
practically places the city a day or 
two nearer the American markets 
and the principal Eastern seaports. 
Grain in car loads, under the seal of the United States 
Customs at the shipping point, can now go through to 
the end of its journey in the East without break of 
bulk; and, of course, making better time because not 
subject to tbe delays incident to transhipment. 

Two years ago there was a great block of freight 
at the Suspension Bridge, chiefly grain in bulk. 
The Great Western had ample means to move it to 
the bridge, but the New York Central had not 
sufficient cars to take it forward. Delays of this 
nature were attended with great inconvenience 
and loss to all concerned. Now, however, when a 
car is loaded it is pushed through with all dispatch, 
and blocks of freight do not occur. 

There is also a great advantage in a shipper being 

able to foresee within a few hours the time of ar- 
rival of his consignments in the eastern market; 
and it is likely that the facilities for shipping 
through without the labor of changing freight from 
one car to another, with other expenses also saved, 
will ultimately result in a diminution of rates on 
goods generally. The advantage of non-transship- 
ment will be very great as regards groceries, teas, 
fruits, etc., fromthe East, which more than any 
other class of goods suffer in the handling. 
We have collected a few figures illustrating the 
passenger and freight business to and from Toronto, 
via the Great Western Railway, for the year now 
ended. 

We find that no less than 200,000 bushels of grain 
have left our city by this route in the period named ; 
17,000 tons of miscellaneous freight, several thousand 
barrels of pork and beef, salt, coal oil, etc., and over 
10,000 head of live stock. The receipts for freight, out 
and in, were over $210,000 ; for live stock, out and in, 
$14,000 ; and for passengers, out and in, $235,000; in | 
all, approximating $500,000 for the earnings at Toronto 
for the year. To give increased facilities for so large 
a business was of course important, and the executive 
of the company have displayed great vigor in affording 
them. The Toronto line has always been supplied 
with the best of the company’s equipment. We had 
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the pleasure of referring, a short time ago, to the prob- 
ability of palatial drawing-room cars being provided, 
which would be run between Toronto and Buffalo 
without change or detention either at Hamilton or at 
Suspension Bridge. We have since been informed that 
these arrangements are nearly completed, and the 
public may look for the arrival of these luxuries of 
travel at an early day. 

The project of erecting a commodious Union Depot 
for the accommodation of all the railways leaving To- 
ronto is being serigusly considered and at present bids 
fair to be carried out. We hope it may be, and if it 
can also be made a Union Steamboat Landing and Rail- 
road Depot, so much the better, as it would benefit 
the city in many ways and be a valuable boon to 
travelers. A Union Depot should have been erected 
by the Corporation, or some joint stock company, 
years ago. It would not be a bad investment for a 
joint stock company, for undoubtedly the various rail- 
road and steamboat lines would be willing to pay hand- 
some rentals, 








Massachusetts 
sioners. 


Report of the Railroad Commis: 


This very elaborate report is one of the most interest- 
ing investigations into the relations of railroads to the 
community that has ever appeared. The first part con- 
taining 32 pages, with appendices covering 70 pages 
more, is devoted to matters peculiar to Massachusetts 
‘being rather a local or temporary description.” The 
second part embraces what the Commissioners call “The 
“general questions of railroad development, which 
“are now subjects of inquiry here, no less than else- 
““where, and which arise out of the relations existing 
“between the community and its railroad corpora- 
“tions.” 

The second part of course, is that which is chiefly in- 
teresting outside of Massachusetts at Jeast. This 
is introduced by a declaration that a very com- 
plete knowledge of the subject is necessary 
to any intelligent discussion of it, and that especially 
to the information of any just and effective system of 
legislation. Their eighteen months’ study of the sub- 
ject, say the Commissioners, “‘ hastened to impress them 
‘“‘ with a consciousness rather of the difficulties which 
“surround it, than with a confidence in their own 
“ abilities to deal with them.” 

A short space is given to the discussion the“ through 
business,” which is reported to have been in a quite 
satisfactory condition. The lines on which this busi- 
ness is done being for the most part outside of the 
State, it can be affected very little, if at all, by Mas- 
sachusetts legislation. Tabular statements given show 
that shipments are made more and more by the all-rail 
routes and less by the rail and water routes. 

The report recommends that the policy of Massa- 
chusetts with regard to these through routes be one of 
great caution. We copy from the report concerning 
the internal system of the State, the following : 


If the through or external railroad relations of the 
Commonwealth are in a condition even more satisfac- 
tory than they were a year ago, the commissioners 
greatly regret to say that the same cannot be said of 
the internal system. A similar criticism was made in 
their first annual report (p. 42). It was then intimated 
that a reform was necessary in the whole method of 
internal transportation; the tariffs of different roads 
were compared, and gross and inexplicable variations 
in them found to exist; the system of delivery was 
pronounced defective; and finally the corporations 
were called upon to themselves undertake the work of 





renovation, thus making unnecessary any attempt at | from $7,032,506.34 in 1861, to $19,503,083.20 in 1870, 


governmental interference. At the close of another 


year, however, the commissioners are not aware of a | dered the community in the w 


single step taken or even in contemplation towards the | 
end indicated by them. 
regard such a result as in any way satisfactory, and it 
only remains for this board to sit down under a con- 
fessed inability to accomplish anything, or to have re- 
course to more definite language, and to suggest a more 
decisive line of action. 


Under these circumstances, | 
and pursuing their investigations under the resolve of | 


the last legislature, the commissioners feel no disposi- | 
tion to shirk any responsibility or to avoid the issue 
presented. 

The commissioners base their investigations and all 
their economical conclusions on this principle: All 
sums exacted from the community for transportation, 
whether of persons or of property, constitute an exac- 
tion in the nature of a tax—just as much a tax as wa- 
ter rates, or the assessments on property, or the tariff 


duties on imports. That it is wholly, or in part, a | 
necessary tax—one which can at most only be reduced | 
to a certain point, but never abolished—this, in no | 


degree, affects the principle. It is still a tax, adding in 
itself nothing to the intrinsic character of property, 


It is, of course, impossible to | State, town and county taxes levied 
| years. 
}tance to the people of Massachusetts, 
| $700,000,000 annually, pays on account of municipal 
| taxation and transportation alone over $40,000,000 per 
j}annum. While, for reasons heretofore stated, it will not 
; do to press this analogy berween the two taxes very far, 


“ates: =a ; | the tax is fixed at a point which enables industry to | 
nor affecting the condition of persons, but simply | 


moving the one or the other from point to point. The | 


reduction of this tax to the lowest possible amount 
paid for the greatest possible service rendered, always 
observing of course the precepts of geod faith and the 


conditions of a sound railroad system—this must be | 


the great object the commissioners retain always in 
view. Much is constantly heard of the importance of 
railroad charges as an element in the calculation of the 





Western agriculturist. Under this incessant discussion, 
and a spirited competition of trunk lines, the cost of 
transportatation of Western produce to the seaboard 
has now been reduced to a point hitherto regarded as 
chimerical. During the last summer three mills per ton 
per mile has been a rate not unknown. The commis- 
sioners have no criticism to make upon this. 

Any arrangement which enables the farmers of 
the West to successfully compete with the pro- 
ducers of the Danube and Black Sea is a 
subject of national rejoicing. The commissioners 
desire none the less to express grave doubts whether 
the transportation tax weighs as heavily after all upon 
a farming and agricultural region as it does upon a 
manufacturing district as peculiarly located as Mas- 
sachusetts. It here appears in every possible shape— 
it is encountered at every step. It may safely be as- 
serted that there is no branch of Massachusetts indus- 
try which is not carried on against competitors more 
advantageously located. The State has very few 
natural advantages ; but everything with her depends 
on the intelligence of the people and the cost of trans- 
portation. The West in producing cereals has at least 
a soil of unsurpassed fertility ; Pennsylvania in manu- 
facturing iron has the ore and the coal in close prox- 
imity to the furnace; the English mill-owner has his 
power and his labor in cheap profusion. Almost every 
article, however, which enters into the industries of 
Massachusetts has to be brought within her limits from 
a distance. Her very water-powers are subject to in- 
clement winters and dry summers, while she has to 
make her ingenuity supply a deficiency in labor. Her 
food is, then, brought from the Northwest; her wool 
and her leather from South America, Texas, California 
and the Central States ; her cotton from the South ; her 
ores from the Adirondacks; her coal from Pennsyl- 
vania; her copper from Superior, and the list would 
admit of indefinite extension. Massachusetts is thus 
merely an artificial point of meeting for all kinds and 
descriptions of raw material, which is here worked up 
and then sent abroad again to find a consumer. At 
every point, coming and going and in process of manu- 
facture, it has to be transported, and it has to bear all 
costs of transportation in competition with articles of 
the-same description produced elsewhere and by others. 
Every reduction of the transportation tax acts, then, as 
a direct encouragement to the industry of Massachu- 
setts just as much so as if it were a bounty or bonus—it 
is just so much weight taken off in the race of competi- 
tion. 

TABLE No. 3. 


Gross and Net Income of Railroads in Massachusetts from 1861 to 
1870, inclusive, and estimated Income for Roads within the limits of 
Massachusetts, with the Amount of Taxes for State, County and 














Town pnrposes, 

Estimated In-'Total State, 

Gross Income.| Net Income. |come of Roads} County and 

| | within Mass. | Town Taxes. 
es $9,016,149 12 $2,916,411 80, $7,082,596 34 $7,600,501 00 
1862 ..... 9,933,581 31 3,581,657 61 7,748,193 49 8,605,511 19 
1863 ..... 11,950,739 28, 4,424,157 42) 9,321,576 70) 10,599,097 22 
1864..... 16,478,596 16 4,799,256 86 12,853,305 04) 12,876,850 59 
1865 ..... 18,974,914 66, 4,942,661 93° 14,800,433 58) 9,199,830 79 
866..... 21,205,527 97' 5,383,743 65! 16,540,312 03 15,694,039 07 
eee 21,561,060 96 5,492,565 64 16,817,627 76 19,104,074 79 
1868 ..... 22,761,646 71 5,385,596 94 17,754,084 59 16,056,193 00 
1869..... 24,539,722 00 5,926,613 88 19,140,983 16) 20,007,863 00 
1870..... *25,003,952 82 *6,392,547 20 *19,503,083 20) 21,922,569 00 
Totals in 

ee ere ee 


$141,512,195 89 141,666,529 65 


Gross amount of both taxes in ten years...... 
Excess of municipal over transportation tax.. 


$983, 178,725 54 
154.333 76 





*Ten months reported and two months estimated. 
Such is the nature of the transportation tax; it next 
remains to inquire as to its amount. The above 
table (No.3) shows the returnsof the Masssachusetts 
railroad system, as respects gross earnings during the 
last ten years. They are not entirely accurate for 
the purposes in view, inasmuch as many of the 
roads included, such, for instance, as the Boston & 
Maine, the Eastern, the Cheshire, and the Hartford & 
New Haven, return all their receipts, though but a 
small portion of their respective roads are within the 
State. A deduction of 22 per cent. is therefore made 
from the aggregate gross receipts of each year, as an 
allowance for this variation. Here then is a tax rising 


levied by the railroad corporations for services ren- 
ay of transportation. An 
additional column in the table represents the entire 
during the same 
These figures should have a very grave impor- 
estimated at 


yet these being two of the principal burdens under 
which production everywhere labors, it is very im- 
portant to see how industry in Massachusetts is 
situated in regard to them, as compared with industry in 
other localities—are its burdens here heavier or lighter 
than elsewhere? As regards the transportation tax, it 
is almost impossible to derive any results of value from 
a comparison of statistics. This tax has one peculiarity 
in common with the tariff duties on imports—the lower 
it is fixed, within certain limits, the larger in its aggre- 
gate it becomes. A large per capita, therefore, by no 
means indicates an oppressive scale of charges, but 
rather the contrary. Industry pays a large tax because 





pay it. For instance, the average contribution of each 
human being in the United States to the earnings of 
the railroad system is estimated by the best authority | 
at about $10 per annnm.* Manufacturing communi- 
ties always make much more use of their railroads than 
any other. Yet while the per capita in Massachusetts 


| 





* Manual of Railroads of the United States, 1870. H.V. Poor. p. 
XXXVI. 


| by the railroads looking in this direction. 








rises only to $13.81 per annum, that in Pennsylvania 
rises to over $20. This apparently is largely due to 
the fact that a single corporation in Pennsylvania, 
moving alone five-sixths as large tonnage as all the 
roads in Massachusetts combined, and returning nearly 
as large an income,* makes this great movement at a 
charge per ton per mile of a little less than one-third 
of the usual change on local movement in this State. 
The charges on the road referred to and on eight Mas- 
sachusetts roads are set forth in the accompanying 
table. 
TaBLe No. 4 
Average Rate per Ton per Mile in cents on Freight moved in 1869, 


Local Freight. Through Freight. 
Boston, Clinton & Fitchburg,.... 6.15 5.21 









Boston & Lowell,........... 7.15 2.98 
Boston & Main,........ 5.04 3.43 
Boston & Previdence,........... 3.42 5.54 
SY Ee n0gesssccescsnsecesacce 3.53 4.85 
ge chun acne casnnmetudie 7.32 2.86 
PL dcceccnsesaenssene 6.35 2.56 
PIPER vc nceeresscncccesces ase 7.46 2.72 
Norwich & Worcester, 4.40 4.00 
IN vcd tcdnccecussawces 1.72 1.72 


The Boston & Albany road should be included in the 
table, but unfortunately this company does not dis- 
criminate in its returns between earnings from through 
and local freights. Its average charge per ton per mile 
on its entire freight movement in 1869, was 2.43, or 41 
per cent. above that on the Pennsylvania road. No 
reliable conclusions, however, can safely be drawn 
from such a comparison ; that here drawn by the com- 
missioners is probably correct, but, while one State has 
a thorough produce or transit business, or a coal traf- 
fic, or a large manufacturing population, which another 
has not, it is impossible to argue certainly from the 
one to the other. 

The case stated, however, fully serves to illustrate 
the distinction between the municipal and the trans- 
portation tax which the commissioners desire to point 
out. The larger the aggregate of the municipal tax, 
the heavier the burden imposed by it on the production 
of the State ; while, on the contrary, the higher the 
total of the transportation tax rises the greater is the 
volume of business and the lower are the tariff rates 
probably indicated. The municipal per capita and the 
transportation per capita in Massachusetts are each 
about $13.80 per annum ; the first is 830 per cent. higher 
than the per capita to New York and 64 per cent. higher 
than that of Ohio, while, as regards cities, the per capita 
tax of Boston is 35 per cent. higher than that of New 
York, while that of Philadelphia is but 40 per cent. of 
that of Boston. 

A suflicient reference has already been made to the 
per capita transportation tax in this State; so far as 
any deductions can safely be drawn in regard to it, it 
would seem to be nearer the average of the whole 
country than should be the case in so busy and thriving 
a community. In any event it is safe to say that, 
taking the two together, a very heavy and oppressive 
burden is imposed on the annual production of the 
State. To reduce it is simply to give the Massachusetts 
manufacturer an equal chance with others in the com- 
mon market. Meanwhile, so far as the ultimate effect 
is concerned, in the impetus given to production, a re- 
duction: in the municipal tax or a reduction in the 
transportation rates operate in exactly the same way. 
A reduction on an average of 20 per cent. in existing 
railroad tariffs throughout Massachusetts would proba- 
bly, though it might decrease net earnings, double 
gross earnings, which are the aggregate tax, and have 
much the same effect on the prosperity of the Common- 
wealth as doing away with the whole State tax. 

With the municipal tax this board has no concern. 
The figures concerning it are adduced here simply for 
purposes of illustration. The discussion of railway 
charges is of at least as much consequence industrially 
to a people as the whole ordinary question of taxation ; 
but, in discussing it, the object the community should 
ever keep in view is, not to reduce the gross amount it 
pays, but so to regulate and dispose of the burden as 
to enable it continually to pay more. The commission- 
ers desire, therefore, to remove in the outset any false, 
though perhaps popular impressions which may exist 
in regard to what they have here designated as the 
transportation tax. They are very far from implying 
or believing that it has been exacted for insufficient 
services rendered, or that it ought to be or ever can be 
abolished. On the contrary, it is a payment which has 
been cheerfully made in compensation for services of 
inestimable value. Unless, however, both the nature 
and the magnitude of the burden are clearly under- 
stood, it will be impossible to appreciate the prodigious 
relief and impetus which any sensible reduction of 
rates must afford to Massachusetts. 

Before entering into the discussion as to what, if any, 
reduction is possible and how it could best be effected, 
it would be well to examine into what has already done 
In order 
to do this the commissioners have gone back over a 
period of ten years. The subjoined table (No. 5) shows 
the rates, according to their own. sworn returns, at 
which several railroad corporations have transported 
passengers and tons of freight during each of the years 





* The following are the exact figures in the two eases referred 
to:— 


1869. Tons carried. Gross Earnings. 
Pensylyania Railroad,............  5,402.991 $17,250,812 00 
Massachusetts Railroads, (total,) 7,378,U83 24,539,722 00 

Deducting from the totals of the Massachusetts system 22 per 
cent., as representing the amount properly to be credited to por- 
tions of the roads lying in other Stater, the entire railroad system of 
Massachusetts proper will be found to return a tonnage movement 
of 351,94 tons, anda gross earnings of $1,890,172 more than the 
Pennsylvania Railroad. 


+In preparing this portion of their report the commissioners were 
most kindly and liberally furnished with statistics on the subject of 
taxation in this country and elsewhere, by the Hon. D. A. Wells, 
head of the commission on revision of the revenue laws of New 
York. As these figures will appear in the forthcoming report of the 
New York commission, it has not been judged necessary to use 
them here. They reveal, however, the startling facts, that, while 
on a per capita ot taxation, Mastachusetts is probably the most 
heavily taxed State in the Union, Boston is unquestionably the most 
heavily taxed city in the world. 
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between 1861-70. The results do not indicate any 
material reduction, and, in many cases, a decided in- 
crease. The table, however, is not satisfactory, as no 
distinction is made between through and local business 
as regards freight; and, as regards passengers, the 
package and season ticket business, which has vastly 
increased during the period taken, tends also to vitiate 
the result. With a view to arriving at a more exact 
comparison, the commissioners were very anxious to 
analyze the past returns, dividing earnings between 
through and local business, and thus ascertaining what 
had been the charges for each. It was found, however, 
that certain corporations, particularly the Boston & 
Albany, whose returns they especially desired to an- 
alyze, had failed to apportion their earnings in 
the method prescribed in the printed forms. The 
accompanying table, (No. 6) nevertheless, presents 
the charges in cents per ton per mile, and per 
passenger per mile, for through and local business on a 
number of the principal roads of the Commonwealth, 
according to the returns of 1860-65-70. This table 
yerifies the supposition made as regards the previous 
one; thereis no reduction anywhere apparent except 
that in local passenger charges, which is due to the in- 
creased number of commuters, and in through freights, 
which is due to causes already referred to. 


TaBLe No. 5. 








a en ee Ee Oe 


RAILROADS. 1861/1862 1863 1864 1865'1866 1867 1868 1869 1870 
| | 





Boston & Albany... 







.- (2.66 2.662 622.713.113.073 032.72 2.642.77 
Boston & Lowell... 2.32 2 432.48 2.60 2.85 2.742.722.52:2.48 2.29 
Boston & Providenc 2.23 2.102 45 2.222.20/2.292.15 1.952.422. 55 
Fitchburg.... .......- 2.062.112 082.06 2.31,2.36)2.312.25/2.29 2.30 
Old Colony & Newport. 2.4 2.45 2.43'2.43 2.43/2.41/2 48:2.172.29|2.27 
Connecticut River.. ... 3.41 3.05.3.22 3.33 3.28'8.34'3.13)3.33/3.22'3. 18 
Worcester & Nashua....2 923.18 .8.72|3.97/3.91/3.61/3.69'3.57/3.56|3.51 

FREIGHT PER TON PER MILE IN CENTS. | 

Boston & Albany....... 2.43'2.58.2.75 3.01/3.53/3.16 2.98 2.81/2.432.26 
Boston & Lowell....... 4.133.50 3.75 4.68 4.524.754.594.594.674.2! 
Boston & Providence... 3.21 2.692.81 3.60 4.38.4. 35'4.21 3 69 3.86.3.45 
EE 3.813.74 3.26 8.51 4.09 4.33 4.20 4.08 4.35.4.30 
Old Colony & Newport. 3.09 3.243.203.243.19 3.49 4.924.04'4.605 15 
Connecticut River...... 5.034.59 4.84 5.046.19 6.12 6.03.5.244.914.58 
Worcester & Nashua... 4.94:4.76 4.07.4.976.31/5.90 4.85 4 46.4.173.% 


Wishing, however, to establish their position in this 
respect beyond possibility of question, the commission- 
ers untook to make a direct comparison of the tariffs 
on the roads named during the period mentioned. They 
experienced, however, very great difficulties in doing 
this. No public board having existed prior to the last 
year, the Commonwealth had no records of its own on 
the subject. On applying to the corporations to make 
good this deficiency, the commissioners were surprised 
to find that few, ifany of them, kept any files of their 
old tariffs. It was only by chance and with great dif_i- 
culty that enough could be produced to make a reliable 
comparison. The corporations, however, afforded 
every assistance in their power, and finally the tariffs 
of six roads for 1860 and for 1865 were procured, and 
these the commissioners have compared with the tables 
of the existing tariffs of the same roads printed in their 
first report. This comparison establishes the fact that, 
so far from any reduction having been made in their 


local fares and freights by the railroads of this Com- | 


monwealth during the last ten years, a directly opposite 

course has been pursued. he tendency has been 

towards an increase, rather than a decrease, and the 

— are to day, as a whole, higher than they were in 
» 


| 
| 
| 


tl 





In | 


















ko: sie re 
ofa ;|mpex )wesoer 
£2 .|e|aeeziasse a | 46¢ 
ais Qj wore wareict a gs 
$ce6 15) oc Ch ae 
PoeBn si a = - B-) 
$885 |2| ibvesesea = | 25% 
SHH PLS | ckeseerctcrce os 233 
o43 | ee = 
£3 |. | 266 
Om = Oo a 
e|SES8\/S, | See1aSS 5S BBS 
Sie z | Rig ova a ge2 
oS) oss Ss 
gloz | a | 1° ov 
2182S |S|/RESS1BR8S S  Ba8 
fis a8y mi | Ores Strsor © S32 
2 2cla| berabeen a | 382 
wad Fe ||BRSR2ZRR5 SF aga 
° 3a | wanes See F 
E42 |"| escegeer < | bas 
=-8 ot + Ph Nea 
sesfisl|iiszeiers a | chs 
g°°4'2| sas woo os || 258 
— eee io a ze 
————— ——— = s3238 
AS to ) Ep 
& * . 60 om 
ge |clsesvizege s BGs 
SZ |Alecetaat asvaa a 23s 
B36 ° Leal Sroewe Ue] rg 
r « § |B] seoenwen & | SES 
53 2 eg |Z| mrmaaowan moat 
é .| Zea re ——<— BE 
z Ziagkseie | * eos 
z | #leses|¢\iiessiesa # | £24 
« ols = rR Nee 2o2 
on |= 3S 
= fa Sag 1 ee, Aj, 2° 
=a Ss liranan as ad 
Pa t -Es\£ | BSSS | BeBe 2 32: 
Z| SRS | Al atatcta awrine at a 
Bad —————— Seo. 
Soe -|l sae 7D _ =a 
oS 8) |\S8RS282S EF  2see 
g 28/12} COANE ctct ct 2584 9 
H 8 | —————— auld eeendiiitin mt 
ealu: sino so aoe? 
2f2|g| | ska ieee Ss 325s 
= | 2 | eset esoict ct | $53> 
ee 2 es we eee orto 
Beet es te: | = Gana 
| BS ee : | Sues 
ss : | Asse 
-o > eta 
£2 ° a a 
er | oo 
@.seses 225 
. 2 eo 6 e=< 
ra = > See 4 3o= 
a mm: -oo: ; os 2 
4 > Ses : a20§ 
Bi: 52: : ofzu 
2 SHe82: : 2 
§ a ooze: ° re 
= Cs Ses: ° a2. 
= Esse: & E=22 
= ESSER :::: ¢ I 
Os Soin © BSae 
“BBBRBSo 5 &. S488 
EeeeeOsEe < © Pa 
SSSSSee2e Eee 
azenna oe Ss 7 too 
gsssessae 228 
—— _—~- 


| 


As a contrast to this policy, and to lend force to the 
criticisms they propose to make upon it, the commis- 


sioners wish here to call attention to the results of a 


different course pursued elsewhere during almost the 


Same period. The Belgian railroad system now aggre- 









































area, being a mile of railroad to each 2,900 souls in its 
population and to each 6.69 square miles of territory. 
—S— ee SS = === 
PE Ns TABLE No. 7. 
| | 
tw 1860. | 1865. | 1€&70 
} Sihcincchc lt eis ngpiaiicel ‘ 
| = a |. ol S| | 
g ©& o & ° 2 io 4 
P Pee Geb Flee 
: 3: 3: UE 3 
ie Bi: Bi: 8 
1 3 Si: i Si it se 
Bosten & Albany Rails oad) | \| 
Boston to Albany..... ../202.10 $5 00, 2.47) $6 00' 2.92 $6 00 2.92 
Boston to Pittsfield. ..... 1150.46 4 00 2.66) 4.75 3.18 4 75 3.15 
Boston to Chapel Stat’n.| 2.80) 10, 3.57 10, 3.57 1!) 3.57 
Boston to Longwood..... é 10, 3.22 10) 3.22 
Boston to Cottage Farm..' 10, 3.33 10 3.338 
Boston to Newtonville...| 25| 3.08 18, 2.22 
Boston to Brighton.... .. 5 15 3 153 
Cottage Farm to Allston.) 1.12 —_| — 5 4.46 f\ 4.46 
Cottage Farmto Newton. 4 | — — 15 3.75 15) 3.75 
Alliston to Brighton....... .88) — — 5 5.68) 5) *.68 
Allston to Newton oa | — 12) 4.16 12! 4.16 
Brighton to Newto 105 | 105 | 10' 5 
a a agg to | | } | 
|” Se eee - 90) 1011.11 5 5.55 5 5. 
Auburndale to Rice’s| | | | > 
en ere } 32 — — 10| 4.84) 10, 4.34 
Grantville to Weillesley..| 1.30 10 7-69 10, 7.6910, 7.69 
Natick to Lake Crossing..|; 1.30) —, — || 10) 8.93)) 15) 3.94 
Natick to South Framing-| | | 
SRE a | 3.80 18| 8.94] = 15) 8.95]) 15) 5.55 
South Framingham to) | | | | | 
pS tibiae eR | 9.70) —| —|| 15) 5.55) 15, 5.88 
Cordaville to Southville..| “:80 7012.50 8) 6.25, 5 6.95 
Westborough to South-) j | | | i| 
 eeretreer ae | 8.90; 15) 3.84) 15 38.84] 15) 8.94 
Worcester to Grafton....| 6.20/  99| 3.22) 25 5 8 
4.0 
| EastHolliston toHolliston, 1 1910 =| 1010 | 1010 
EastHolliston'to Metcalf's| 3 615 | 15 | 185 
| East Holliston to Bragg’s.| 5 a4 | 20) | 201 4 
East Holliston to Milford.. 8 | 95| 3.12) . 28) 3.50, 28 3.50 
Chapel Sta’n to Longw’d... 30 _ _ 5:16.66, £16.66 
| Boston & Lowe.l Railroad| i 
Boston to Wilton........ 55 1 65) 3 1 85| 8.36! 1 70 3.12 
| Boston to Nashua....... | 40 123 | 1 85) 3.€2) 1 26) 2.75 
| Boston to Lowell... .... 26 | 75 2.89; 901 3.46,  80| 3.07 
| Boston to Medford........ 15 | ws | wes 15| 3 
| Lowell to Middlesex..... ‘@i 1010 | 10/10 1010 
; Lowell to Chelmsford... .| 3 10\ 3.23 ‘SS 15, 5 
| Chelmsford to Tyngsbor-| ! 
OS snag hbentse 3 10 3.38) 55 | 10! 3.33 
Tyngsborough to Little’s.| 4 10, 2.50! = 15) 3.75) 15! 3.75 
inchester to E. Woburn] 1% | 10 6.66) 10) 6.66, 10| 6.66 
Woburn to N. Woburn..| 1%! 10 6.66, 10/6.66; 10 6.66 
Chelmsford to Little’s....) 7 | 90 2.85! 30) 4.28 25 3.59 
Woburn to E. Woburn...) % 10 20 


1090 10:20 
| 15 3.75 15) 8.75) 15, 8.78 


Connecttcul River Railro'd) | 

Springfield to S. Vernon.) 50 70; 3.40, 10 8.80) 1 90 3.90 
Springfield to Greenfield.) 36 | 3.75| 135 3.75 
Springfield to Chicopee..| 3.50 10) 2.85) 10, 2.85) 10) 2.85 
Springfield to Chicopee: | 

| Halls........ -.-0ceeses | 6 | 15) 2.0) 15 2.50; 15 2.50 


Wilmington to Billerica) 
and Tewk:bury........ 4 





mee 
_5SR 
a ag 
rs 
~ 
— 
oo 
a 


| Greenfield to Bernard-| 


Falls... ..020000 coccscess 2.50 5 2 53 | 52 
; Chicopee to Willimansett) 3.50 15. 4.28 15 4.28; 15 4.98 
| Willimansettto Holyoke.| 1° | 9 1010 || 01010 | 0 10110 
| Holyoke to Smith’sFerry) 5 | 45/3 || 204 | 4 
| Smith's FerrytoMt.Tom.| 2 | —| —; —-| —! qs 
| Northampton to Hatfield.| 4 15 3.75 | 15 3.75 15| 3.75 


3.81 8.57, ; 
| Bernardston to So. Ver- sa 5 2%) 3.57 


be j 

| BOD 2 nccccccccccccccsces 1 @ ! 2 3.57 20 4.28 : | : 
| Deerficid to Greenfieid...| § | jo 8:83| 20 8.881 fol s:ae 
a Pegg | | j | 
| Boston to Fitchburg...... 50 150 3 3.10 ‘ 
| Boston to Groton Junc-| | 1s 1 65) 8.10 
a Perri ere 35 1(5 3 110 3.14) 110 3.14 
| Boston to Concord . ....| 20 60 3 65 3.25 60 3 
j oe to aoe oeece 10 30, 3 303 «| 95 2.5 
| Boston to Belmont....... 6 20) 3.38 | 3.33 ’ 
| Groton Junction to Shir-| | = i 1 9.8 
1 PRM cvccccicscorcvnneccas is | 15 3 is | 
| Grezes Junction to Leo- | | 15) | 15 8 
| Minster.......-..+.-+++- 11 35 3.18 3.18 is. 
| Groton Junction to Fitch- | ; & | 3% 8.18 

a ooo! 5 “os || 2s } 
| Groton Junction to West | | . «5 
| COON 2.2.2. eeeccceccces ~ 30) 3.%5'' i 3.75 |g. 
| Groton Junction to South | 20 0} 8.7% 
| DABER.. 2 ccccecceescecses 10 | 35! 3.50) 49 4 4 
| Lincoln to Concord...... 3 15 3 15 5 5 


Lincoln to South Acton.. 8g 25 3.19 2 3.12 = 3.12 
1 


Belmont to Waverly..... 1 —_ 1010 010 
Boston to Cambridge..... 3 19 3 33 10 3.33 10, 3.38 
Stony Brook to Weston.. 1 1010 10/10 1010 
Stony Brook to Lincoln. 5 15 3 a 4 20 4 
Stony Brook to Waltham 2 10 5 10| 5 10 5 
Shirley to Leominster..... 6 


2 3.33 20 3.33 | 20 3.38 
Worcester & Nashua R. R, 


Worcester to Nashua.... 46 


180 3.96) 175 3.80 3. 
Worcester to West Boyl- cs 1 7% 3.80 


BLOD.....-ceceececcecess y 25 2.77 i} 3.33) : 
West Boylston to Oak- | * . 8.33 
BIO... 2. eccreovee cece | 1 1010 | 1010 10'10 

Oakdale to Sterling Junc-| 
DAR vnccvsnesesepacnacon 2 10 5 15. 7.50 15\ 7.50 


0 | 
Sterling Junction to Clin-| 
t 







()) | eee eee eer | § 20 4 25 
Clinton to South ‘Lancas- =—°5 

COP cccccccccccccccecccce| 1 1010 1010 1010 
South Lancaster to Lan- 1010 20:10 

CABLEF 2.0... cecccesscves 1 10.10 2 5 15 5 
Lancaster to Still River... 4 20 5 
Still River to Harvard...., 2 10 5 157.5), 15 7.80 
Harvard to Groton Junc-| | | | 

THOM 2... .cccccccsee soone i 3 10 3.33 15 5 155 
Groton Junction to Gro-| i \| | | 

ton Center...........-. | 3 155 | 155 | 15 5 
Groton Center to Pepper-) | | | | 

Gh cccccnccscessee eeesee i § 20,4 20) 4 2 4 
Pepperell to Hollis 3 15,5 || 20) 6.33 20 6.38 
Hollis to Nashua 7 


20 2.85 98) 3.87) 95.3.8 


square miles of area, being a mile of railroad to every 
971 souls in its population, and to each 5.23 square 
miles of territory. Both are manufacturing communi- 
ties, and, though the population of Massachusetts is 
less dense than that of Belgium, it is far more disposed 
to move from place to place. So much is this the case, 
that in spite of the reduced rates in use in Belgium, 
and the more than two-fold population there, in 1868 
its railway system carried only 23,607 passengers for 
each mile of road, as against 19,700 per mile for the 
same year on the Massachusetts roads. In regard to 
freight, however, the case is different. The Belgian 
roads, in 1866, transported 12,211 tons per mile of road. 





gates 1,703 miles in a territory of 11,403 square miles of | while the Massachusetts roads transported only 4,948. 








The are, therefore, no fundamental differences as re- 
gards physical or economical, or industrial conditions 
which should cause the experience of the one commun- 
ity to be wholly inapplicable‘to the other. 
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Tass No. 8.—Rates of Freight, per Ton of Two Thousand Pounds. 
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In 1856, in spite of a considerable increase in the 
miles of railroads worked, the freight movement of the 
Belgian roads was found to have seriously decreased. 
Instead of making good the deficiency in receipts by 
increased rates on existing business, the administration 
met the emergency by accepting all traffic that offered 
at greatly reduced special rates. This policy succeeded 
so well that in 1861 the principle was adopted as re- 
gards minerals and raw materials of a regular low scale 
of charges, with a reduction according to distance. 
This resulted in the following year in an increase of 72 
per cent. in the tonnage of this class o jgoods. In 1862 
the principle was extended to goods of the next class 
with similar results. In 1864, freights were re- 
classified and the new principle applied to all except 
the first class, or small parcels, which in this country 
are known as express matter.* The result was summed 
up by the Minister of Public Works as follows: “In 
eight years, between 1856-64, the charges on goods 
have been lowered, on an average, by 28 per cent.; the 
public have sent 2,706,000 tons more goods, while they 
have actually saved more than $4,000,000 on the 
cost of carriage, and the public treasury has earned 
an increased net profit of $1,150,000.” A further re- 
duction, made subsequently to this statement, in 1864, 
exceeded even these results, and under it the tonnage 
rose from 4,479,000 tons in 1863, to 6,533,000 in 1864. 

In 1865, the government, encouraged by these re- 
sults, turned its attention to fares, now applying to 
them the principles before applied to freights. A gen- 
eral scale was adopted, in which the charge per mile 
was diminished in proportion to the length of the 
journey over 22 miles. For distances less than 22 
miles the old rates were retained, varying between 1.2 
and 2.5 cents per mile, according to the class of car- 
riage. Above the 22 miles the rates rapidly decreased 
until the fares for distances over 155 miles were as low 
as one cent per mile for first class, and seven mills per 
mile for second class tickets. Under this system the 
fare from Boston to Albany, for instance, would be 
respectively $2, $1.40, and $1, according as it was paid 
for a first, second or third class ticket. The effect of 
this change was a singular and very striking illustra- 
tion o®the immediate influence of any reduction of 
rates on the volume of travel. The traffic within dis- 
tances of 22 miles, on which no reduction was made, 
scarcely increased at all. Between 22 and 46 miles, on 
which distances the reduction was small, it increased 








* The Belgian tariff is quite complicated, and it is not deemed ex- 
pedient to endeavor to analyze it here. Meanwhile, the following 
camparison of charges, made on English and Massachusetts roads, 
with what they would be under the Belgian tariff, will — 
illustrate the practical working of the system. The English 
American ove are those in use on existing corporations, and be- 
tween specified termini selected at hap-hasard. Be 
are Computed. 




















PER TON. in Miles English. pee Belgian. 
ee eee ee zx . | $240 $2 00 $1 16 
Lumber, (ist road,)...... | 35 1} 2 16 260 82 
- 2d road,)...... i; & | 34 220 88 
” $d road,)...... } || 800 2 80 12 
EERE TER, 100 «= || 8 90 5 00 2 90 
GrOCSTIES.. 0.02200 cccccce0 116 | 660 5 80 320 
PI. paccsceecosence | 116 | 6 0 3 80 3° 
Si hidveccessanes --| 196 | 860 480 14 
a ie | 1890 | 460 5 60 2 16 
Earthenware............+ | 1590 | 720 5 80 216 
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only 20 per cent., while on distances over 46 miles, on 
which a heavy reduction was made, it nearly doubled. 
The commissioners regret very much that the more 
recent official documents relating to these experiments 
are not now within their reach. They cannot be found 
in any of our public libraries, and the commissioners 
have not yet succeeded in procuring them from abroad. 
Their knowledge is, therefore, derived at present from 
second sources, and any further statement of results 
would not be free from doubt. 
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If such, however, have been the results of a bold 
system of reduction elsewhere, the question naturally 
suggests itself—Are those tariffs which have so long 
existed on our Massachusetts roads the lowest at 
which they could be operated at a profit, no matter how 
much their volume of business was increased? If they 
are, how does it happen that the conditions affecting 
transportation are so different here from those found 
to exist in other, and not dissimilar communities ? If 
these questions were put to the railroad officials, they 
would probably answer by referring to their returns ; 
they would show that, under their present tariffs, the 
roads could not earn the allotted ten per cent. divi- 
dends, and were often unable to supply the means 
necessary to meet the requirments of an increasing 
business. 

Such an answer could not be considered satisfactory. 
A similar one was persistently advanced against all re- 
duction in the case of high postage. It wholly ignores 
the recent experience of the corporations themselves as 
regards certain descriptions of through business, in 
which low rates have so stimulated transportation that 
the railroad managers themselves are unable to say 
where profit ceases and loss begins. That certain 
companies have been losers at the rates under which 
they have carried cannot well be denied ; but that any 
company has lost by carrying through freights at 25 per 
cent. of the average charge for local freights in Massa- 
chusetts is extremely doubtful. Under these circum- 
stances the commissioners wish very clearly to set 
forth their views as to the policy which the corpora- 
tions should adopt as regards this important question ; 
—that policy should be a tentative, but a persistent 
one—a continual effort to see when and how and where 
any portion of the burden now pressing on industry 
could be so removed or so shifted as to enable produc- 
tion to expand, thus replacing in one direction what 
was conceded to it in another. The commis 
sioners call for no sacrifice of dividends; they 
do ask for a constant excercise of ingenuity 
and for a sacrifice of ease. The community has a 
right to demand increased facilities from its corpora- 
tions, even though it may not promise any increase of 
net earnings in return, provided only such new fuacili- 
ties do not involve an actual and decided loss. 

’ The commissioners believe they speak within safe 
bounds when they express the opinion that an average 
immediate reduction of 10 per cent., with an ultimate and 
not very remote reduction of 30 per cent. could be made 
throughout the railroad tariffs of the State without per- 
manently reducing net earnings in any appreciable 
degree. The increased business would, within a very 
limited period, more than make good the reduction, 
provided of course that such reduction was judiciously 
and skillfully made. Not a few railroad managers, 
however, frankly say that they do not care for this or 
that business ; that itis not remunerative ; that they 
do not see the object of a policy which could only com- 
pel the corporation to do twice as much work with no 
increase, and perhaps even a perceptible dimunition of 
net income. From the employe point of view this 
argument is certainly entitled to great weight. The 
commissioners, however, while they do not propose in 
any way or at any time to suggest interference with 
the reasonable, and even liberal net earnings of the 
companies—while they are confident that no thought 
of so doing exists either in the Legislature or the com- 
munity at large, yet, at the same time, they are not dis- 
posed to attach weight to considerations such as those 
referred to. Very valuable charters, and privileges 
practically exclusive, have been conferred on there cor- 





porations upon one single consideration—that, as trus- 
tees, they should watch over the interests confided to 
them, and that, as public servants, they should zeal- 
ously perform all duties within the sphere of their 
functions. The dividends were to be a compensation 
for the performance of these duties. The community 
has certainly fulfilled its part of the contract, both in 
the letter and in the spirit, but the tables already pre- 
sented would seem to indicate that the corporations 
have taken a more literal view of their responsibilities. 
They have, it may be inferred, been disposed, so to 
speak, to leave well enough alone, ignoring the fact 
that nothing was to be considered “ well enough” which 
admitted of improvement. 

The commissioners cannot ask a corporation to carry 
on any branch of transportation at a direct and ac- 
knowledged loss. Todo so would be to place them- 
selves in an aparently untenable position. Yet they 
do not hesitate directly to assert, what they intimated 
a year ago, (First Annual Report, pp. 38-41,) that there 
are many articles of raw material which a sound rail- 
road policy should induce the Massachusetts corpora- 
tions to transport without any profit, if not even at a 
direct loss. A case exactly in point is presented in the 
movement of produce. rominent railroad officials 
have assured members of this board that, though of 
late often carrying food at a loss—“failing to get back 
a new dollar for an old one”—they had yet never done 
any business at once so rich in results both for their 
roads and the community. They had built up a local 
trade—made living cheap along their routes—and, from 
the regular and multifarious demands of those thus 
made dependent upon them, they had replaced many 
fold their loss on the carriage of articles of prime 
necessity. If this has proved true of food, why should 
it not also prove true as regards coal and ores, and raw 
material generally ? Indeed the commissioners do not 
hesitate to express it as their opinion, that a large view 
of their own interests should induce every railroad 
corporation in the State to offer at once a standing re- 
duction of at least 30 per cent. from regular tariff rates 
on the carriage of all articles, certified as raw material 
for manufacturing purposes, to be used at points on 
the line of their roads. This course would build up a 
busy community, wholly dependent on any corporation 
which fostered it. As already stated, the average pay- 
ment to the railroads by each human being in Massa- 
chusetts is as least $13.81 per annum. Where, then, a 
railroad builds up its local industry, it simply increases 
the nmber of those who contribute to its treasury $13.81 
each year ;—the railroad then has a more direct interest 
in manufacturing development than any other portion 
of the community. Why, with these facts before them, 
the corporations insist, as they do, upon exacting a 
direct profit from every form of carriage of raw material, 
the commissioners are wholly at a loss to understand. 
They would still get a profit if they carried it for nothing. 
The commissioners can only say that, in their opinion, 
the policy generally pursued in this respect is singu- 
larly short-shighted and shallow; they cannot, how- 
ever, of course, suggest any legislation calculated to 
compel corporations to benefit themselves by operating 
at a loss. 

If the conclusions to which the commissioners have 
come are correct, it manifestly becomes of great mo- 
ment to know what prospects there is of their practical 
adoption by the railroad companies. Nothing has 
come to the knowledge of this board which encourages 
its members to hope that recommendations now made 
by them will be followed by any more practical results 
than those made a year ago. The corporations are 
naturally wedded to their existing modes of doing busi- 
ness, and look with justifiable distrust on measures of 
reform emanating from without. The commissioners on 
the other hand, can give them no absolute assurance 
that the changes they suggest may not result in disaster. 
Under these circumstances it only remains to devise 
some method, other than simple recommendation, of 
effecting the desired result. The commissioners, desire, 
therefore, at this time, to recommend a more definite 
line of public action to the Legislature, and one which 
can be adapted to any emergency. In doing this, how- 
ever, they do not wish to create the impression that 
any immediate exigency exists—that it is necessary, or 
even desirable for the community to incur any unusual 
risk. On the contrary, the present is a time peculiarly 
appropriate in which to originate a policy, for it can 
now be done under conditions involving no haste, and 
free from all excitement. The Commonwealth is in- 
creasing in wealth and population—industry is remu- 
nerative—the workshops are busy. If this condition 
of affairs is to be permanent, however, it is necessary 
to husband every resource and to remove every un- 
necessary burden. The present, therefore, being a 
period of preparation, the commissioners accept it as 
one favorable in which to bring forward this delicate 
question. Watching the development of public experi- 
ments, the corporations can enjoy an ample leisure in 
which to make up their minds as to the course they 
prefer to pursue, while the Commonwealth, cautiously 
advancing, need commit itself to no heavy expenditure 
or untried theory. 

There are then two questions on which this board 
now feels called upon to express opinions: ist. How 
can the existing corporations most effectually be 
brought into a close sympathy with the wants of the 
community and the popular expectations? and 2d. 
In case of the failure of all attempts to create this close 
sympathy, how can the community be most readily pre- 
pared to substitute a new and more satisfactory system 
of management for that now existing ? 

[TO BE CONTINUED. 








—One of the bills introduced in the New York As- 
sembly recently prohibits the Central, Hudson River, 
Erie, Harlem, and Delaware & Lackawanna railroads 
from charging over ten cents per ton per mile for first- 
class freight carried twenty-five miles or less. The 
rates for other freight are to be graded in proportion to 
the distance it may be transported. 





The Southern Pacific Railroad. 


The Pacific railroads heretofore built having proved 
successes, and realized large fortunes to the fortunate 
projectors, the Southern Pacific road, to be built on the 
thirty-second parallel, naturally attracts the attention 
of the politicians and public speculators. General Fre. 
mont has labored manfully to secure the franchise for 
himself and the circle of friends with which he has been 
surrounded ; but, notwithstanding large expenditures 
of time and money, he has not yet succeeded in obtain- 
ing the coveted prize. He has been unable to reconcile 
conflicting interests, or to inspire the confidence of 
capitalists in his management, and will doubtless be 
compelled to submit to the terms dictated by Marshal) 
O. Roberts and his associate New York millionaires, 

The bill passed last session by the Senate contained 
the names of 131 corporators, a conglomeration of rail- 
road men, politicians and speculators—North and South 
—representing the associations known as the Trans-con- 
tinental, Memphis and El Paso, and the Southern Pa- 
cific Railroad companies. This bill went into the 
House, was referred to the proper committee, but failed 
in any action or report previous to adjournment in 
July last. Recognizing the importance of securing the 
passage of some bill by the Forty-first Congress, prior 
to its expiration, inasmuch as the Forty-second Con- 
gress has been largely increased in the Democratic ele- 
ment, pledged to oppose all further subsidies of public 
lands, the “ black spirits and white, blue spirits and 
gray” are moving heaven and earth to accommodate 
jealousies and conflicting interests. So far they have- 
not been successful. 

The Marshall O. Roberts party are disinclined to take: 
care of the Fremont men, or to assume any of the con- 
tracts or obligations incurred by the great Pathfinder, 
which run into the millions. The Fremont party insist 
upon having their share, like the “little pig who went 
to market,” in the nursery rhyme, and the high con- 
tracting parties are coquetting and finessing with each 
other in the most approved style of Bismarkian di- 
plomacy. The House committee proposes, in this di- 
lemma, to report an entire new bill, with twenty-one 
new corporators, which measure, itis thought, can pass. 
But the advantage which Mr. Roberts has over General: 
Fremont is, that he bas the money to. pay for the inci- 
dental expenses and control of the franchise, while the 
Pathfinder is, unhappily, impecunious. Appended is a 
list of names of the Senate bill corporators, with their 
residences, as far as.can be ascertained, and it is assert- 
ed that the Marshall O. Reberts party controls the ma- 
jority of them in his interest, by powers of attorney or 
otherwise, and will “freeze out” the rest, without re- 
morse or subsidy. This prospect creates intense bitter- 
ness, jealousy and antagonism, the Southern members 
and Senators being unwilling to have Northern specu- 
lators and Northern railroad combinations run off with 
the prize. The Texas men are very much exercised, 
lest in the skirmish a Southern road may be located on 
the thirty-third parallel, through the Indian Territory, 
which will leave them out in the cold. 

Here is a list of the corporators of the Southern Pa- 
cific Railroad: John C. Fremont, of California, the 
Pathfinder ; James L. Alcorn, Governor of Mississippi 
and United States Senator elect ; General G. M. Dodge, 
late Member of Congress from Iowa, and ex-Chief En- 
gineer Union Pacific Railroad; O. C. French, North 
Carolina, friend of Senators Pool and Abbott ; John D. 
Caldwell, brother-in-law of Senator Robertson; J. J. 
Noah, Tennessee, ex-Supervisor of Internal Revenue ; 
A. C. Osborn, brother of Senator Osborn, of Florida; 
Timothy Hurley, Arkansas, friend of Senator Rice; 
C. C. Pool, North Carolina, brother of Senator Pool; 
Silas N. Martin, North Carolina; General John M. 
Corse, of Louisiana, formerly Revenue Collector at 
Chicago ; George E. Wentworth, United States Mar- 
shal of Florida; Philip H. Norgan, ex-United States 
District Attorney, Louisiana; J. Don Cameron, son of 
Senator Cameron and President Pennsylvania Northern 
Central Railroad; Marshall O. Roberts, New York, 
merchant and capitalist ; James L. Hodges, Arkansas ; 
John Ray, President Northern Louisiana Railroad ; W. 
Vermilye, banker, New York city ; E. L. Fancher, cap- 
italist, New York city ; Charles F. Livermore, capital- 
ist, New York city; J. H. Oglesby, capitalist, New 
Orleans ; John Whytock, New York; Daniel Drew, 
capitalist, New York; F. 8. Davis, Kentucky, Trans- 
continental Railroad; Wm. Orton, New York, Presi- 
dent Western Union Telegraph ; A. C. Babcock, Illinois, 
Chairman State Republican Committee; Thomas A, 
Scott, ex-Assistant Secretary of War, Vice-President 
Pennsylvania Central Railroad; 8. D. Hoffman, Ar- 
kansas ; H. Ramsdale, Arkansas ; W. H. Jackson, cap- 
italist, Rhode Island ; R. C. Parsons, Washington, Mar- 
shal of the Supreme Court of the United States; Delos 
W. Emmons, Michigan, friend of Senator Howard ; M. 
Southworth, Louisiana; John H. Hall, Missouri; G. C. 
Kinzey, Arkansas; W. T. Clark, Member of Congress 
from Texas; James Dart, Texas; H. Jacobs, Texas; 
L. T. Smith, Texas; W. P. Dole, ex-Commissioner In- 
dian Affairs, Washington ; C. A. Weed, editor New Or- 
leans Times; A. P. K. Safford, Governor of Arizona ; 
H. McCulloch, ex-Secretary of the Treasury ; Charles 
Jackson, capitalist, Rhode Island; Elisha Dyer, cap- 
italist, Rhode Island; Alfred Anthony, relative of Sen- 
ator,Anthony, Rhode Island ; James Hoey, Adams Ex- 
press Company; M. W. Benjamin, (residence un- 
known); Henry D. Cooke, firm of Jay Cooke & Co., 
Washington ; Joseph R. West, Administrator of Pub- 
lic Improvements, New Orleans; W. S. Huntington, 
Cashier First National Bank, Washington, D. C.; J. M. 
Tebbets, Washington, D. C.; C. C. Leondridge, Ar- 
kansas; D. D. Porter, Admiral United States Navy ; 
Max Woodhull, agent of General Fremont, Washington, 
D. C.; Hirarh Price, ex-Member of Congress, Daven- 
port, Iowa ; M. C. Hunter, railroad engineer for Gen. 
Fremont ; W. T. Walters, (residence unknown); John 
B. Brownlow, Knoxville, Tenn., son of Senator Brown- 
low; T. A. Morris, residence unknown; Owen Tuller, 
residence unknown ; J. H. Liedley, Alabama, friend of 
Senator Warner; R. M. Bishop, Cincinnati, Ohio ; 
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Sam. Craighead, Dayton, Ohio; D. M. Stanton, New 
York, President Alabama & Chattanooga Railroad; A. 
H. Whiting, (residence unknown); G. L. Johnson, Ar- 
kansas; J. W. Goodland, Arkansas ; Powell Clayton, 
Governor of Arkansas; Sam. Tate, Memphis, late Pres- 
ident Memphis & Charleston Railroad; W. Bolton, 
Mississippi; George Malley, President Tennessee & 
Pacific Railroad, Nashville; O. H. Bynum, Alabama; 
M. Burns, President Frst National Bank, Nashville ; J. 
C. Goodloe, Alabama; E. G. Barney, railroad builder, 
New York; Cyrus Bussey, merchant, New Orleans ; J. 
W. Forney, editor, Philadelphia ; J. Lockwood, Louisi- 
ana; EH. M. Davis, Paducah, Ky.; N. Patten, Texas, 
friend of Senator Flanigan; W. Flanigan, Texas, son 
of Senator Flanigan ; G. O’Brien, Texas; G. P. Buell, 
ex-confederate general, Engineer Texas Railroad ; G. H. 
Gidding, Trans-continental Railroad; J. J. Newell, 
Trans-continental Railroad ; E. W. Rice, Washington, 
D. C.; R. M. Shoemaker, railroad contractor, Glendale, 
Ohio; Samuel Sloan, New York ; 8. W. Morton, Louis- 
ville, Ky. ; J. P. Bowen Louisville, Ky.; L. M. Flour- 
ney, Pontotoc, Miss.; J. J. Hinds, steamboat owner, 
Decatur, Ala. ; G. R. Weeks, Ky., J. T. Ludling, Chief 
Justice of Louisiana ; B. C. Gilbert, Florida, brother of 
Senator Gilbert ; B. D. Williams, Superintendent Mem- 
phis & Little Rock Railroad, Memphis ; Thomas Alcott, 
Trans-continental Railroad ; G. A. Fosdick, Louisiana ; 
Harry Hays, New Orleans; P. 8. Forbes, Boston; 
John 8. Sprague, Minnesota, railroad engineer; L. R. 
Marsh, New York; A. W. Beckwith, Chicago ; J. C. 
Stanton, Chattanooga Railroad; Cyrus H. Baldwin, 
South Carolina ; A. J. Hamilton, ex-Governor of Texas ; 
Rush R. Sloan, Sandusky, Ohio ; Silas C. Colglove, In- 
diana ; Samuel D. Jones, Opeleika, Ala.; N. 4 Decker, 
New York; B. F. Allen, banker, Des Moines, Iowa; J. 
B. Chaves, Delegate from New Mexico; Augustus 
Kountze, banker, Omaha; John N. Goodwin, ex-Gov- 
ernor of Arizona; General W. S. Rosecranz, San 
Francisco ; Michael Hahn, ex-Governor of Louisiana ; 
J. 8. Williams, Louisiana ; G. M. Spencer, Mississippi ; 
L. J. Higbee, New Orleans ; W. C. Kimball, San Diego, 
Cal.—WV. Y. Herald, Jan. 13. 








Complexity of English Railroad Traffic. 





The following is part of a letter written to the Lon- 
don Times over the signature, “A Railway Official :” 


Between London Dublin the advertised time of the 
the Irish mails, via Holyhead, by rail and by sea, 
is eleven hours; while the time taken by the 
limited Scotch mails by the west coast route between 
London and Edinburgh and Glasgow, is about ten and 
a half hours. 

The averge rate of speed of all these trains exceeds 
forty miles an hour, including stoppages ; the number 
of carriages is seldom less than twelve, representing 
when in motion an enormous momentum and weight to 
be controlled and regulated under all the varying cir- 
cumstances of the weather, fog and storm, and by night 
and by day. 

The average speed of the railways in this country 
exceeds that of any other country in the world; the 
regularity, safety, and liberty of the traveler, and his 
personal comfort and convenience, exceeds that of con- 
tinental railways. 

It may be asked, why all this hurry and increase of 
speed during the last twenty years ?—for it is well 
known that an increase of speed means heavier en- 
gines, stronger and more perfect carriages, improved 
and more costly permanent way, better means of sig- 
nalling, endless sidings to shunt the slow trains 
out of the way of the fast ones, and last, though 
not least, a more efficient and well-organized staff of 
employes. It may be attributed in some respects to the 
competition that has arisen between all the great com- 
panies, encouraged as it has been by Parliament grant- 
ing competing lines between all the most important 
places in the country. But thatis not all; the public 
has demanded that the postal service between London 
and Ireland and Scotland shall be accomplished within 
a given time, so as to enable the commercial relations 
of those great centers to be carried on, and it is per- 
formed with remarkable exactitude from night to morn- 
ing between places that are 400 miles assunder, and 
which, under the old mode of conveyance, forty years 
ago, it took days to accomplish. 

It cannot be too clearly understood that if it were 
possible to reduce the speed of the fast express and 
mail trains to thirty-five miles instead of forty miles an 
hour, the saving to the railway companies would be 
very great, in some cases equal to 14 per cent. on their 
dividends, and that the safety of the public would be 
enhanced. 

Hitherto I have referred only to the subject of ex- 
press and mail trains, but it must be borne in mind that 
the local traffic of the lines must be provided for, and 
this is done by stopping, or third-class trains, running 
an average of twenty miles an hour, and by second-class 
fast trains running about thirty miles an hour. All 
these trains of different speed run to accomplish cer- 
tain objects as regards the public convenience ; they 
have to be arranged and worked, not only so as to 
avoid interference with each other, but to keep free of 
the enormous number of goods and mineral trains 
which have to be run during the twenty-four hours. 

Before leaving this part of the subject, I think it must 
have struck even casual observers that the companies 
in certain districts away from the metropolis, appear to 
run far too many passenger trains ; many could be dis- 
pensed with which are at this moment not earning the 
mere cost of locomotive power. Yet, the result is, that 
the passenger train mileage of the country is always 
increasing, and the cost of conveyance, so far as the 
public are concerned, is 30 per cent. less than it was 
twenty years ago. 

The goods and merchandise traffic conducted by the 
railways is, in extent, simply marvellous ; the speed at 
which it is conveyed is not less than twenty-five miles 
an hour, and it is not generally known, although people 


the post-office, that the large and important shippin 


most as late, and delivered as early, as the post letters ; 
in fact, a merchant, when he arrives at his office early 
in the morning, finds the invoice sent by post, on his 
desk, and the goods sent by train, at his warehouse 
door. It is the same with regard to Liverpool, Brad- 
ford, Leeds, and Birmingham, and so exacting has the 
mercantile public become in this respect, that an hour’s 
delay leads to endless claims for compensation for loss 
of sale and loss of market, which, if not at once set- 
tled, result in the transfer of business to other and for- 
midable rivals, who, for a time, are probably more for- 
tunate. 

This ilustrates the system of express goods trains 
carried on not only to the manufacturing districts of 
Lancashire and Yorkshire, but all over the kingdom to 
Scotland and Ireland. 

Then follow the slow or stopping trains, to give the 
necessary local service at less important places, fol- 
lowed by heavy coal trains from the great coalfields 
eoncentrating upon every large center of population. 

These are briefly the elements of railway manage- 
ment, the fast and the slow, the heavy and the light, all 
to be accomplished and worked on two lines ‘of rail- 
way, to be regulated not only with the best and most 
complete mechanical contrivances, but intrusted ta be 
carried out by, on the whole, no doubt, a competent, 
intelligent, and an able staff; but there is such 
a thing as recruiting on railways. A thoroughly 
able stationmaster, engine-driver, guard, pointsman, or 
porter takes years to make, and at some point, notwith- 
standing the utmost care and vigilance, a young or in- 
experienced man is placed in charge, which not un- 
frequently leads to serious consequences. 

Railway companies may be credited with maintain- 
ing a good permanent way, efficient and powerful en- 
gines and rolling stock, and that they are doing the 
utmost to maintain an able and properly qualified staff 
of servants; but, arising no doubt from a mistaken 
policy, the companies, instead of providing the requisite 
wagons for coal, lime, salt, and minerals, have en- 
couraged private firms to provide their own for this 
description of traffic; and it is a well-known fact that 
they are not maintained with proper efficiency; that 
this class of wagon is allowed to run much below the 
standard of safety, and if there is a serious breakdown 
it more than probably arises from the failure of private 
wagons. This point deserves the most serious con- 
sideration. 

The things which the railway companies appear to 
have neglected, and obstinately so, are first, the block 
telegraph ; secondly, continuous breaks, and relief, or 
four lines, in the most crowded districts. 

It was unfortunate to hear the evidence of some who 
are at the head of the principal railways in the king- 
dom on these questions, before the Special Committee 
on Accidents and Railway Compensation, appointed 
by the House of Commons last year; in fact, all ex- 
perience was on one side, and the evidence of the rail- 
way managers on the other; but the public may rest 
assured that the force of practical opinion will carr 
these points; and when our lines are thus equipped, it 
will not be too much to say that our railway service will 
then earn a character for speed, regularity, and safety 
such as it never attained bcfore. 








Some of the Causes of the Embarrassments of the 
Union Pacific. 





We give below an explanation of certain operations 
of the Union Pacific,Railroad, which appears editorially 
in the New York Bulletin, a well-informed financial 
paper : 

The present difficulties among the Directors of the 
Union Pacific Railroad are so intimately connected 
with the history of the authorities of the road that, in 
order to explain them, it becomes necessary to make 
public certain facts which the directors or road build- 
ers—for they are the same parties—would no doubt 
prefer to have kept secret. The total cost charged to 
the road is $106,245,000. Toward this amount the 
United States Government contributed $26,915,000; 
next, the Company sold by subscription about $17,000,- 
000 of First-Mortgage bonds, at prices ranging from 90 
to par; realizing from these joint sources about $44,- 
500,000, less discounts and the costs of marketing the 
loans. After this, came the resort to “pooling,” for 
carrying on the construction. In the first operation of 
this character, the directors took from the company 
$10,000,000 of First-Mortgage bonds and $10,000,000 of 
Land Grant bonds, the former at 85 and the latter at 
55. Ina second pool, the directors took $10,000,000 of 
Income bonds, receiving therewith an amount of stock 
stated by some to be equal to the amount of bonds, 
and by others said to have been double the amount— 
we think it almost certain that the latter version is the 
true one—the price for these bonds with stock attached 
being 80. In this way the company disposed of $30,- 
000,000 of bonds and $10,000,000 or $20,000,000 of stock, 
receiving therefor from the directors $22,000,000. The 
bonds thus taken were marketed as rapidly as possible, 
and at prices which, from the market quotations, show 
a large average profit. 

It thus appears that for $84,000,000 or more, probably 
$94,000,000, of securities issued by the road, the com- 
pany only received $66,000,000 ; and this was paid out 
for construction done at notoriously high prices. 
What became of the balance of $13,000,000 or $23,000- 
000 of stock we are not informed ; nor does it in any 
way appear that any adequate value was rendered for 
it to the road. It will thus be seen that the road has 
been built with the most wasteful extravagance, first, 
througlemarketing a large amount of its securities at 
ruinously low prices, and, next, through exorbitant 
charges for construction. 


are sometimes astonished at the work accomplished by | amount of debt, required two things to sustain it ; first, 
8 the most vigorous and economical management, and 
traffic between Manchester and London is collected al- | next, a readiness and ability on the part of the direct- 


ors to back it in the earlier stages of its finances. Un- 
fortunately, it has lacked both. The direction has 
been notoriously feeble and‘inefficient. The principal 
office was very foolishly moved away from the center 
of business to Boston; and the managers appear to 
have had other weighty interests which absorbed their 
attention ; so that the road has been allowed literally 
to run itself. The scheme was undertaken as a tempo- 
rary speculation, and the main anxiety of the directors 
appears to have been to realize on their securities as 
soon as possible and repeat the money-making 
operation on some other enterprise. And just here 
comes in the chief cause of the embarrasrments 
of the managers. In order to build other roads 
by a similar process, the larger holders of the 
securities have pledged their bonds and stocks, and 
upon margins which held out a strong temptation for 
other parties to attack the market for the securities, 
either as a speculation, or for the purpose of os 
control of the road. Apparently, certain wily an 
wealthy speculators have taken advantage of this weak 
point in the position of the directors; first, by direct 
selling operations on the market, and then by the adroit 
expedient of persuading the Government that the Pa- 
cific Railroads ought to pay up the interest it had ad- 
vanced on their bonds. The depreciation of the se- 
curities, by this.means, has exhausted the margins on 
the directors’ loans, and they retain their stock and 
bonds only by the suffrance of their creditors. With 
their securities thus placed beyond their power, and 
with what other means they — locked up in other 
speculations, they are unable to protect themselves. 
Mr. Oakes Ames, who holds $6,000,000 of stock, has 
suspended, carrying with him several firms implicated 
in his speculations ; and Mr. Durant, who owns $5,400,- 
000 stock, has suffered serious inconvenience ——- 
the price falling much below the figures at which he 
had hypothecated it ; while three other directors, hold- 
ing each $2,000,000. have been similarly inconveni- 
enced. 

These are the facts as to the operations and Dye 
of the directors, so far as we are able to learn from the 
best sources outside the “ring.” They exhibit a disas- 
trous failure of an attempt upon a grand scale to make 
illegitimate gains out of one of the greatest enterprises 
of the times. The moral of the failure is that the peo- 
ple have much more prudence in the buying of securi- 
ties than speculators suppose. These directors, doubt- 
less, calculated upon marketing their stock and bonds at 
a handsome profit. The public, however, through all the 
secrecy with which their operations had been covered, 
suspected extravagance and bad management some- 
where, and have, therefore, not taken sufficient securi- 
ties to save the directors from loss or possibly ruin. 
Had these gentlemen been satisfied with more legiti- 
mate gains, they would have commanded public confi- 
dence, and their securities would have maintained a 
steady value. In aiming at too much, they are likely 
to lose much of the capital they put into the enterprise, 
and they must forfeit the control of a road from which 
they expected to make fortunes measured by the mil- 
lions. The moral well deserves the attention of rail- 
road capitalists. 

To an over-reaching attempt at private profit, how- 
ever, the directors have adde ——s mismanage- 
ment. They have piled up a floating debt of about 
five millions of dollars, all of which matures within 
the next three months. A wx proportion of this has 
been borrowed in the form of foreign exchange ; but 
the whole is protected by collaterals. Among the 
securities hypothecated against this debt are $2,000,000 
Land Grant bonds ; $2,000,000 of Income bonds ; $300,- 
000 of Colorado Central Railroad bonds, and $700,000 
Omaha Bridge bonds. At the present market value 
of these securities, they fail to cover the loans by about 
one-third of the principal. It is evident, therefore, that 
the worst crisis both for the directors and the company 
has yet to come. The $1,358,000 bonds received from 
the Central Pacific road have been already sold; and 
we are credibly informed that the company has no 
available securities with which to strengthen it collat- 
erals on floating loans, even if the lenders were dis- 
posed to extend them. It has, moreover, to provide 
for the manufacturing of $10,000,000 of income bonds 
betmeen 1872 and 1874. These facts show a lack of 
judgment in the framing of the finances of the road 
and a subsequent inefficiency in management which 
leave no course but for the corporation to go into the 
hands of parties who better know how to manage rail- 
road property. Under these circumstances, it would be 
reckless for Congress to press the issue now pending 
respecting the payment of back interest. The road is 
in no condition to pay it, and cannot possibly, until it 
has had ample opportunity to recover under abler 
management. 








—An important meeting of German railway direc- 
tors was held the week before Christmas, at Berlin, to 
take into consideration the expediency of introducing 
and using one uniform system of railway signals on all 
the lines in Germany and Austria. The general prin- 


ciple was unanimously agreed to, and then a discussion 
ensued as to the best and most practical system to 
adopt for the safety of life and property and the pre- 
vention of accidents by collision. The advantages and 
defects of the different systems in use in all the coun- 
tries in Europe and America were brought forward and 
discussed, but the English “block system” carried off 
the palm as the most simple, practical and useful that 
could be devised for insuring safety, and was unani- 
mously agreed to. Baron von Weber was present at 
the conference as the representative of Austria, and 
promised to make the needful report to his Government 
and endeavor to induce them to render it compulsory 
to use the block system exclusively on all the railways 





A road thus built,and with such an unnecessary 





in the Austrian dominions. 
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President John W. Garrett, Proposes a New Line 
Between Baltimore and New York. 


The regular monthly meeting of the Board of Di- 
rectors of the Baltimore & Ohio Railroad Company 
took place on the 11th inst. at Camden Station. After 
the transaction of the usual routine business, President 
Garrett addressed the Board as follows : 

Gentlemen : I have the pleasure of stating that, not- 
withstanding the general depression of business, the 
revenue of the Baltimore & Ohio Railroad and its 
branches amounted for the month of December to 
$990,331.95—showing an increase of $166,451.64 over 
the same month of the preceding year. 

The completion of the splendid bridge over the Ohio 
River, with its approaches, one mile and seventeen 
hundred and sixty-two feet in length, which connects 
the Parkersburg Branch with the Marietta & Cincin- 
nati Road,"fills the last link which enables the com- 
per to furnish the shortest and best route between 

altimore, Washington, and the Northern cities and 
Cincinnati, the great West and Southwest. During 
the past three years more than six millions of dollars 
have been expended in improving and completing the 
Parkersburg Branch and the Marietta & Cincinnati 
Roads, and in constructing this bridge, so essential 
for the vast populations whose interests it will serve. 

The equally massive and superior iron bridge to con- 
nect the Main Stem with the Central Ohio Road at 
Bellaire on the Ohio River, is also nearly completed, and 
it is expected will be opened during the month of 
March next. 

The enterprise of capitalists seeking a port where 
the most remunerative results await them have caused 
our port to be supplied, without bounty or further in- 
vestment of capital on our part, in addition to the 
Bremen Line of steamers, with the fine steamships 
which are now plying between Liverpool and Balti- 
more, 

The gradually developing but powerful connections 
and organizations of interests between Baltimore and 
the great centres of Southern, Western and Northwest- 
ern commerce are daily producing the results which 
are indicated by the remarkable increase in the revenues 
of the company and the general business of Baltimore. 

Our system of absolute independence and refusal to 
join in combination with the trunk lines of low and, to 
the greatest practicable extent, uniform rates of trans- 

ortation, and the simple and economical policy of giv- 
ing to the public low rates without the intervention of 
middlemen and the varied vampire interests that have 
fastened upon many of the railways of the country, are 
producing a most satisfactory fruition. Under this sys- 
tem public confidence has steadily strengthened, and 
the business of the road and the city is being constant- 
ly augmented. Whilst, however, our railway connec- 
tions, with the great interests now so closely associated 
and identified with Baltimore, are accomplishing so 
much prosperity, and promise so much in the future— 
especially when so soon to embrace the great line from 
Pittsburgh to Cumberland—the title of which is ex- 
pected to be changed, in view of its close identification 
with the interests of the cities named to that of the 
“Pittsburgh, Washington & Baltimore Railroad,” there 
are lines connected with Baltimore which exhibit no 
sympathy with her interests, and the control of which 
is frequently exercised with severity and practical an- 
tagonism to those interests. I refer to the Philadelphia, 
Wilmington & Baltimore and the Camden & Amboy 
railways. Complaints have frequently arisen against 
the formor for an utter disregard, in the arrangement 
of their time-tables with their branch roads, of the in- 
terests and wishes of the merchants of Baltimore. An 
illustration of the severe exactions which those lines 
deem it proper to make upon the trade of this city is 
shown by their recent course in reference to the tariff 
on freight between Baltimore and New York. Whilst, 
when the canals open rates vary from 10 to 15 cents 
per 100 pounds, and the highest rate charged by the 
railroad for heavy goods in large quantities has been 
until recently 25 cents per 100 pounds, the Baltimore 
Copper Company and other large concerns in this city 
have been compelled to pay recently, when those roads 
determined that they could not be affected by competi- 
tion, 50 cents per 100 pounds. 

The distance from Baltimore to Philadelphia by the 
Philadelphia, Wilmington & Baltimore Road is 96 
miles, and from Philadelphia to New York, by the New 
Jersey railroads, is 90 miles, and thus those companies 
are now charging the merchants and manufacturers of 
Baltimore 50 cents per 100 pounds for 186 miles, whilst 
the Baltimore & Ohio Company and its connections 
charge, as their highest winter rate, but 55 cents per 
100 pounds from Baltimore via Columbus to Chicago, 
826 miles. 

This enormous charge is not based upon the small 
and irregular business of local stations, where the 
largely increased cost of a limited traffic can be recog- 
nized, but it is made upon the extensive and economi- 
cally-worked traflic of through business between these 
great commercial centers. 

Authority has been given for the construction of a 
second road between Baltimore and Washington. 
The population of Washington, by the recent census, is 
109,204. It has been the policy of the Baltimore & 
Ohio Railroad Company to ates uniform and low 
rates for freight service on its Washington Branch. 
The comparison of its policy with the Camden & 
Amboy Railroad will be shown by the fact that that 
company insists upon a charge for so-styled terminal 
expenses of five cents per one hundred pounds, and 
also that for its actual ninety miles distance it shall be 
allowed one hundred miles in dividing the remainder 
of freight earnings with the Baltimore & Ohio Railroad. 
The whole charge for heavy freight betwixt Baltimore 
and Washington is but ten cents per one hundred 
pounds, including the station or terminal charges for 
labor, etc., at both Baltimore and Washington. Thus it 
will be seen that the Camden & Amboy Road requires 
for its terminal charges one-half of the whole amount 








charged by the Baltimore & Ohio Railroad Company 
for the entire station labor at both points and the 
transportation between Baltimore and Washington. 
The exactions of these roads for passenger travel are 
quite as marked. 

It will be remembered that, immediately upon the de- 
cision of the Superior Court of Baltimore city unon 
the question of the constitutionality of the capitation 
tax of the State of Maryland, the Baltimore & Ohio 
Company reduced the charge between Baltimore and 
Washington from $1.50 to $1.20 per passenger. On the 
date of that decision, viz., December 9, the following 
telegram was sent to Presidents Hinckley, Welsh, Gaz- 
mer and Dennis, who represent the roads between Bal- 
timore and New York: 

“T have the pleasure of advising you that the Su- 
perior Court, of Baltimore city has this day decided 
that the capitation tax of the State of Maryland onthe 
Washington Branch is unconstitutional. 

“ Although this decision is subject to the action of 
the Court of Appeals of this State, and probably of the 
Sepreme Court of the United States, and notwithstand- 
ing our company has still the chartered right to charge 
even more than its present rate of fare, yet we desire 
to join you ina reduction of the fares between New 
York and Philadelphia and Washington. We will be 
happy to confer with you on this subject at as early a 
day as it may suit your convenience.” 

The Baltimore & Ohio Company had repeatedly, at 
previous periods, urged a reduction in the through 
rate between New York and Philadelphia and Wash- 
ington. 

These lines had professed a willingness to reduce 
rates to the figures proposed by the Baltimore & Ohio 
Company, viz., $7.50 beiween Washington & New York, 
and $4.50 between Philadelphia and Washington, . pro- 
vided the Baltimore & Ohio Company would make a 
less reduction than that which it now desired to make. 
These companies, however, refused, when this proposi- 
tion was made by the Baltimore & Ohio Company, to 
agree to the reduction only of the difference which it 
determined to make in view of the public interests on 
the through ticket, to break up that ticket. Those 
roads demanded, in addition to the reduction made by 
the Baltimore & Ohio Company, and the risk taken by 
this company in connection with that reduction, a 
further reduction from their reduced local rates, whilst 
those companies insisted upon more than $3 as their 
proportion. ; 

The extreme demands of these companies for this 
service can be appreciated by the public when the facts 
are known that the Camden & Amboy, where it has the 
competition of the Allentown route to meet, accepts 
from the Pennsylvania Railway Company $1.80 per 
passenger between Philadelphia and New York, and 
the Philadelphia, Wilmington & Baltimore Company 
also accepts less than $2 per passenger where the neces- 
sities of the competition are to be met. 

Up to this period the Baltimore & Ohio Company has 
been unable to effect any reduction on either the Phila- 


delphia or New York tickets, except to such an extent | Oswego of about twelve and a half per cent. could be 


as it was willing itself to make. 


The President of this company called the attention | 


of the President of the Philadelphia, Wilmington & 
Baltimore Company to the fact,in December, that those 
companies were charging the citizens of Baltimore and 
the citizens of New York $6.50 between those cities; 








the enterprise and capital of the Baltimore and the Bal.- 
timore & Ohio companies have achieved in forming the 
great connections and commanding the business re. 
sources which have built up her commerce and pros- 
perity. 

Up to this hour the President of this company is not 
aware that those interests have ever contributed a 
single dollar to aid our Southern and Western connec. 
tions, from which they have heretofore so largely 
profited. Therefore, whilst the proposed new lines wil] 
have the cordial friendship and co-operation of the vast 
mercantile and property interests of the great cities 
whose population and business are to be so benefited, 
there is no reason why the great tributaries built up 
under the influences and with the capital of our people 
should not transfer any portion of their business that 
may be mutually desirable and profitable to the impor- 
tant line which it is poposed to construct. 

The demonstration of the necessity of such a line 
has been so marked, it is anticipated, under existin 
legislation, and legislation which can now be readily 
procured from the States whose citizens throughout 
their territories will be so favorably affected by its con- 
struction, that the new road can be effectively estab- 
lished. 

Mr. Garrett had no hesitation in saying that numer- 
ous great and leading interests of the more than two 
millions of population of the cities and regions affected 
will be so largely benefited as to demand the early 
authorization of the enterprise. 

It is gratifying to be able to state that there is reason 
to believe there will be no difficulty, when the proper 
charter arrangements are perfected, in securing the 
capital from individual sources which will accomplish 
this great and needed work. The capital upon which 
the New Jersey & Philadelphia, Wilmingten & Balti- 
more Companies pay interest and has become so ex- 
aggerated that the new work will possess financial ad- 
vantages that of themselves will cause it—with the 
great business that it will command, and which must 
increase—to bea desirable and remunerative invest- 
ment. Plans have already been initiated which, it is 
hoped, will lead to the early success of the enterprise, 
and the subject will doubtless promptly attract the at- 
tention, interest and assistance which its great impor- 
tance demands. 








Improvements of Canadian Canals. 





In reply to queries put by the newly appointed Canal 
Commissioners, the Hamilton Board of Trade made the 
following suggestions: — 

That the depth of water be increased to twelve feet ; 
that the locks should be enlarged, so as to permit ves- 
sels to pass of from 230 to 350 feet in length and from 


| 30 to 40 feet across the beam, with a draft of water of 


| twelve feet, and carrying to the capacity of 30,000 


bushels of wheat. By this enlargement a reduction on 
the rates of freight between Chicago and Kingston and 


effected. The improvement of the canals should com- 
mence at Montreal with the Lachine Canal and proceed 
westward, with a view of drawing the traffic of the 
Great West by the St. Lawrence route. A canal on the 
Canada side of the Sault Ste. Marie is strongly 
recommended. The impolicy of allowing the trade on 


and, doubtless, in view of the severity of this charge, | the north shore of Lake Superior to be dependent on 
and the attention which our correspondence attracted | the use of the United States canals is strongly dwelt 


to the subject, those companies have since made a par- 
tial reduction on this ticket, viz., to $6.30. 


| 


{ 


upon. 
The report concludes by saying the people of the 


With the enormous passenger business this route | Dominion owe to themselves, as the guarantee of a 
would command by moderate charges, a rate of $5 be- | noble heritage, to see that the American people on the 
| shores of the great lakes have every facility given them 


tween Baltimore and New York could not fail to be 
remunerative. 

If the population of Washington requires an addi- 
tional road for its travel and business, whilst the ca- 
pacity of the Washington Branch, with its first-class 
double track, is equivalent to twenty times the business 
which that road can command, what are the require- 
ments of the three great cities of Baltimore, Philadel- 
phia and New York, with their populations, by the 
recent census, respectively, 267,354, 657,277 and 926,690 ? 
These populations are constantly increasing, and if 
reasonable rates were charged between these cities, an 
immense enlargement of business would follow. 

It is palpable, therefore, that to free this com- 
munity and those cities 
mands made by the existing companies for their 
service, that a new, double-track, first-class road 
should be built between Baltimore and _ Phila- 
delphia, and Philadelphia and New York. Emi- 
minent capitalists in each of these cities have, for some 
time past, felt convinced of this fact, and the action of 
these companies daily proves more and more the neces- 
sity of a great connecting line. Baltimore is especially 
interested in such an improvement. Washington 
and the South and West will also be greatly benefitted 
by the construction of this line, which will aid in es- 
tablishing the grand and favorite route for travel by 
the national capital and Baltimore (especially with the 
advantage of the direct and important Metropolitan 
Branch road) to Philadelphia, New York and the New 
England States. A line is now being constructed 
which will open an interior route from Martinsburg, via 
Harrisburg and the Allentown Line, to New York. 

Another road is projected which will strike the Bal- 
timore & Ohio road at Hancock and open an additional 
line from that point to New York. The policy of the 
Baltimore & Ohio Company to continue to command 
the great business of the West and South to Baltimore, 
and through Baltimore, when so required, to the East- 
ern cities, can only be maintained by having a compet- 
itive line between Baltimore and Philadelphia and New 
York with such facilities and arrangements as will con- 
tinue to give the requisite comparative advantages to 
the great route. - 

It is an historic fact that the roads between Balti- 
more and Philadelphia and New York, have never ex- 
hibited any practical interest in the vast works which 
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from the excessive de- | 
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freely to use the Welland, St. Lawrence and Lachine 
canals, on the same terms as our own people, with a 
view to assist in developing the produce traffic that an- 
nually rolls its increased and increasing volume from 
the West to the Atlantic. 








—In the following letter, received by a telegraph op- 
erator at Indianapolis, the writer seems to intimate that 
he would be willing to study the art of telegraphy : 

“Mister —— 

Operatur 
Dear Sure 

i seat miself an take mi penn in han two rite to you i 
want two Operate an as i kant git the operater at this 
stashun to larn me i thot i wood rite two yo an’see what 
yo wood charge me two larn me two Operat I am sta- 
ing at Pat Bushis an i dont like selyvil mutch, as yo 
hav larnt sum fellur two Operate i thot mabbee yo wood 
larn me two Operate. i hav got about un hundred dol- 
ars in munny an i want two laru two Operate an i must 
not use mutch Of it or i cannet hay anuf to pay yoanmi 
bord now what will yo take two larn me two Operate. 
i gesican git sum mashenes of a mister bowers he 
Thinks he wil bee dun with them in a week or two 
now yo wil see that i kan rite a purty gud han an the 
operateur heer says that is all a fellur kneads two 
mak a gud Operatur now mister please tuo rite 
tuo me an let me no whother yo kan larn me to Op- 
erat or not for if yo kant larn me tuo Operat i ges I 
will goe tuo indinopolis to Komershel skule to larn tuo 
Operate now plese jest rite tuo me what yo will ax two 
larn me two Operat I will klos yors truly 








Silyvil indana 
vegow Co ——” 
The Indiana Sentine suggests that a box of blue pills 
might gratify the young gentleman. 
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@Qeneral Railroad Mlews. 


OLD AND NEW ROADS. 
Midland of Canada. 

This railroad, which has hitherto been open from 
Port Hope, a town on Lake Ontario 63 miles east of 
Toronto by the Grand Trunk Railway, northwestward 
48 miles to Lindsay has been extended about 30 miles 
to Beaverton, on Lake Simcoe. 

Chicago & lowa. 

About twelve miles of track from Rochelle towards 
Oregon were laid by Friday of last week, and it was 
then thought that the line would be completed to Ore- 
gon by the end of this week, but the storm, doubtless, 
has put an end to this hope. 

Springfield & Illinois Southeastern. 

The Springfield State Register having given currency 
and credence to a rumor that the part of the aboveroad 
between Edgewood & Shawneetown was about to be 
transferred to the Illinois Central Company, the Spring- 
field State Journal says that the report “is not only 
“false, but without any foundation whatever. The 
“road is being pushed toward Beardstown as rapidly 
“as the weather will permit, and will reach Ashland, 
“at the crossing of the Jacksonville & Bloomington 
“ Railroad, in a few days, when a train will be put on 
“ connecting north and south with that line. The link 
“from Edgewood to Pana will be built next summer, 
“which will make this road the great through thorough- 
“fare from the southeast corner of the State, on the 
“ Ohio River, to Beardstown on the Illinois River, a 
“distance of 225 miles ; and which the company pro- 
“pose to hold any work as an independent line of 
“road.” 

Dubuque & Minnesota. 

Alamakee County, in the northeast corner of Iowa, 
has raised $40,000 for this road, and work is to be com- 
menced on the line within its borders as soon ts practi- 
cable. 

Houston Tap & Brazoria, 

Governor Davis, of Texas, advertises that he will 
cause the road to be sold to the highest bidder, at Aus- 
tin, Texas, on the 15th of February, to satisfy its in- 
debtedness to the school fund of the State. This road 
extends from Houston southward about 50 miles to 
Columbia, a town on the Brazos River about 20 miles 
from its mouth. 

Richelieu, Drummond & Arthabaska. 

This railroad is to extend from Sorel, at the junction 
of the St. John and the St. Lawrence rivers, about 100 
miles below Montreal, southeastward to Acton, a sta- 
tion on the Grand Trunk, 54 miles east of Montreal. 
Already about 200 men are at work on the line, getting 
out timber, ties, &c., for construction, and as soon as 
the snow is off the ground, grading will be commenced. 
The bridge over the Yamaska River is in course of 
construction—the space is 700 feet. It is the intention 
of the contractor to have the whole 66 miles of road 
completed within 100 days from the time of breaking 
ground in the spring. 

Milwaukee & St. Paul. 

There was considerable dissatisfaction among stock- 
holders recently when dividends were made in stock 
lately, and the late announcement that the company 
will issue 4,000 shares of common, and 4,000 of pre- 
ferred stock, for the purpose of paying for the 29 miles 
of road which connects their Minnesota line at the 
Iowa boundary with the Iowa Central at Mason City, 
has not been received very cordially by some operators 
on Wall street. This is at the rate of about $27,500 per 
mile, and it ought to be worth that, certainly, especially 
in stock worth on the average 68 in the market. 

Oshkosh & Mississippi. 

At the annual meeting on the 14th, $127,000 of stock 
were represented. A first installment of 5 per cent. 
has been paid, and now a second installment of 10 per 
cent. is called, to be paid by the middle of February. 
Contracts for grading and ties will be let as soon as 
possible, and it is believed that the section between 
Oshkosh and Ripon, 18 miles, will be in operation by 
the ist of July next. 

Union Pacific, 

During the great storm of the 14th and 15th, which 
blockaded so many lines in the Northwest, this road 
remained unobstructed. 

On Monday last twenty cars of silver ore, from Utah, 
were brought over this road to Omaha, on the way to 
Swansea, Wales, where the ore is to be reduced. 

Philadelphia & Reading. 

The annual meeting of the company took place in 
Philadelphia. The annual report was submitted, show- 
ing gross receipts for the year ending Nov. 31, 1870, 


The rolling stock consists of 309 locomotives, 101 pas- 
senger cars, and 15,684 coal and freight cars. The com- 
pany now owns six steam colliers. Although the main 
line of the road is not quite a hundred miles long, it 
had altogether, at the beginning of the last fiscal year, 
183 miles of double-track road, 382 miles of single- 
track road, and 394 miles of sidings and laterals. 

Chicago, Pekin & Southwestern, 

The Peoria (Ill.) Zranscript of January 13 says : “ Day 
before yesterday we published what purported to be a 
list of the newly-elected directors of the Chicago & 
Pekin Road, elected at a regular meeting of the stock- 
holders, at Marseilles. Now, another meeting of stock- 
holders, claiming to be regular, has elected the follow- 
ing Directors: Joel H. Wicker, C. G. Wicker, J. 8. 
Meckling, F. E. Hinckley, H. E. Hamilton, J. L. Stark, 
of Chicago ; Ed. Wilcox, of Minonk ; Thomas King, B. 
8. Prettyman, George Greigg, Leander King, James 
Haines, and Geo. B. Foster, of Pekin. After the elec- 
tion, this board organized by the choice of B. 8. Pretty- 
man, President; Joel H. Wicker, Vice-President ; 
George Greigg, Treasurer, and H. P. Finnegan, Secre- 
tary. For some time past there has been a difficulty 
in the management of the affairs of the gorporation, 
and we presume this action will result in a law-suit, to 
determine who is entitled to possession. The fight 
seems to be principally as to whether Chicago or Pekin 
shall control the road.” 

Winona & La Crosse, 

A bill has been introduced into the Minnesota Legis- 
lature to incorporate the Winona & La Crosse Railroad 
Company, providing that all rights and franchises 
granted in 1856 to the Winona & La Crosse Railroad 
Company be revived, and the new company authorized 
to proceed to the construction of their road to La Cres- 
cent, opposite La Crosse, and tbence to the State line. 
This will form a line in Minnesota just parallel with the 
La Crosse, Trempealeau & Prescott Road, which the 
Northwestern has just completed, in Wisconsin. Should 
the Milwaukee & St. Paul Company secure control of, 
or running rights over, the St. Paul & Winona Road, it 
will need the proposed road to connect with its Wiscon- 
sin line at La Crosse. 

Central Pacific. 

This company has procured a great steam ferry-boat, 
the “ Thoroughfare,” which was to commence its trips 
across San Francisco Bay between the city and the 
railroad terminus, by the arrival “of the next steamer 
from China. By it cargoes can be transferred at the 
rate of 1,000 to 1,500 tons per day, and the freight time 
between Japan and Chicago will be reduced to 34 or 36 
days to Chicago, 37 or 40 to New York, and about 50 
to Liverpool. 

Maine Railroads, 

The Governor of Maine, in his last message to the 
Legislature, made the following statements in reference 
to the railroad system of the State: 

“The grant to the European & North American 
Railway secures the early completion of that road, 
which will open direct railroad communication with 
the Gulf of St. Lawrence, and at an early day, by a 
line building, to Halifax. A continuous line of railway 
will then extend the whole length of the continent, 
connecting the Atlantic and Pacific Oceans. The great 
thoroughfares between Europe and the West of the 
American continent and the Pacific will then be 
through this state. A railroad enterprise is also push- 
ing its way westward from Portland to the grain-grow- 
ing states of the West. While weshould avoid a railroad 
war, the address takes strong grounds in favor of push- 
ing these enterprises. Six hundred and ninety-four and 
three-quarters miles of railroad are in operation in the 
state, and 186 miles are under construction. Seventy- 
eight miles have been built the past year.” 

Vermont Central, 

This company has concluded negotiations with the 
Pullman Car Company, by which the entire lines are 
to be equipped with the Pullman parlor and sleeping 
cars for both day and night service. This means a 
good deal, for by recent leases the Vermont Central 
operates nearly all the railroads in Vermont. 

Toledo, Peoria & Warsaw. 

In the January 14 number of this journal the cost 
per mile run for locomotives on the Toledo, Peoria & 
Warsaw Railway, for the month of November, was in- 
correctly given as 24.79 cents. It should have been 
20.61 cents. 


Leavenworth, Atchison & Northwestern, 

A dispatch from Leavenworth dated January 13th, 
says: Judge Dillon of the U. S. District Court has 
granted an injunction restraining the city authorities 
of Leavenworth, Kansas from further interruption of 
the Leavenworth, Atchison & Northwestern Railroad, 
and permitting the railroad company to repair the 





$11,208,381 ; gross expenses for the year, $6,876,313. 


employed by the city to prosecute the case against the 
company, and who argued the case before Judge Dil- 
lon on Saturday, died last night from over-taxation of 
the brain. 

Mount Pleasant & Bradford. 

This road was some time since leased by the direct- 
ors to the Pittsburgh & Connellsville Railroad Com- 
pany, and, on the 9thinst., the stockholders met and 
ratified the lease by an almost unanimous vote. The 
old board of directors was also re-elected. 

Pittsburgh & Connellsville, 

It is expected that the track will be laid to Ohio Pile 
Falls, 21 miles southeast of Connellsville, very soon. 
Passenger trains are now running from Connellsville 
to the end of the track. Pinkerton tunnel is finished, 
and in a few days the track layers will commence put- 
ting down rails in the mountain or Sand Patch Tunnel, 
which is 4,700 feet long. When once the Ohio Pile 
Falls is reached the heavy work will be finished. 
Pittsburgh & Virginia, 

The company was chartered by the Pennsylvania 
Legislature, April 14th, 1870, and is authorized to con- 
struct a road along the east side of the Monongahela 
River from McKeesport, in Allegheny County, to the 
West Virginia state line, there to connect with any 
road authorized by the latter State. It is further au- 
thorized to use its capital in extending its branches or 
otherwise to such points in West Virginia or Virginia 
as those states may permit by legislation. The officers 
and directors lately elected are given in another col- 
umn. 

Macon & Western. 

Mr. A. J. White, President, reports for the year end- 
ing[November 30, 1870 : The road has earned $692,584.87, 
and spent $441,311.32. Clearing net earnings, $251,- 
273.33. The balance on hand from last report was 
$185,665.62. In January and July $225,000 dividends 
were paid. There are $154,060.98 on hand to pay Jan- 
uary, 1871, dividends. The business has increased over 
1869, $109,851.09, and 1869 over 1868, $99,199.38. The 
capital stock has been increased. by the Legislature 
$1,000,000. It is now $2,500,000. This company has 
leased the Upson County Railroad for twenty years, 
and is operating temporarily the Savannah, Griffin & 
North Alabama Railroad. 

The Pennsylvania and Southern Railroads. 

The Washington correspondent of the Cincinnati 
Gazette discusses, as follows, the indications of the late 
lease of the Western & Atlantic Railroad by a combi- 
nation of Northern railroad men : 

“The leasing of the Georgia road by Cameron, De- 
lano and Thomas Scott, marks a new step in a consol- 
dation with Southern lines. The Pennsylvania road is 
now completing a direct line to this city from Phila- 
delphia. At its last session Congress gave this com- 
pany perpetual rights of way over the Long bridge 
here, and virtually gave it the bridge. It already con- 
trols the line to Richmond by way of Fredericksburg. 
Westward it already reaches to Cincinnati, and its 
Newport Bridge points on to its connection with the 
line just leased from the State of Georgia. Steps are 
in progress to secure the Virginia & East Tennessee 
Road in the same interests. The magnitude of the 
scheme will at once appear from these outlines.” 


Cumberland Valley. 

This road has been completed to Williamsport, Md., 
so as to connect with the Chesapeake & Ohio Canal, 
and work is now progressing on the newly chartéred 
railroad from the Potomac River to Winchester, Va., 
a distance of thirty-one miles, known as the Martins- 
burg & Potomac Railroad, of which Hon. Charles J. 
Faulkner is President. At Winchester this road is to 
connect with the proposed road through the valley of 
Virginia to Salem, on the Virginia & Tennessee Rail- 
road, and when this link is completed between the Po- 
tomac River and Winchester, a continuous line of rail- 
way through this fertile valley, under the management 
of the Pennsylvania Railroad, will be in operation, and, 
with the connection complete to Salem, almost an air- 
line route to New York and Philadelphia will be as- 
sured to Southern trade. It is believed that this con- 
nection will be accomplished before the first of January, 
1872. 


Chicago, Danville & Vincennes, 

Mr. L. W. Robbins, Chief Engineer, is now at work 
in Vermillion County, Ill., running the line from Ross- 
ville to Danville. The Terre Haute & Danville road, 
which will connect with the first-named road some- 
where below Danville, at the Indiana line, is completed 
from Terre Haute to Newport, about 26 miles from Dan- 
ville, and 12 miles more is ready for the iron, to 
Perrysville, Indiana. 

Texas & New Orleans, 
This railroad, which extends from Houston, Texas, 





track and resume operations. Judge James McCahn, 





eastward to the Louisiana line, 108 miles, has failed to 
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meet its indebtedness to the school fund of Texas, in 
consequence whereof Governor Davis advertises that 
it wlll be sold at auction at Austin on the 4th of Feb- 
ruary. The line, we believe, is in a sadly dilapidated 
condition and has not been operated since the war. 
Completed to a connection with a lineto New Orleans 
it could hardly fail to be valuable. 

The Parkersburg Bridge, 

An exchange says: “ The first passenger train passed 
over the bridge across the Obio, at Parkersburg, on 
the 9th instant. The bridge was informally opened a 
few days before, by running an engine across. No 
ceremony was used on the occasion, but it is promised 
that a celebration befitting the grandeur of the work 
will be held in a short time. With the exception of a 
few land piers, the foundation has been built in nine- 
teen months. Mr. W. E. Porter, of the Baltimore & 
Ohio Railroad, has had the charge of this work, and 
its early completion reflects great credit on his energy, 
perseverance and skill. The bridge proper is nearly 
one mile in length, and with its approaches, consisting 
of heavy cuttings and embankments, extends two 
miles.” 





TRAFFIC AND EARNINGS. 


—A Cincinnati delegation had a consultation with 
Secretary Boutwell, lately, in regard to giving efficiency 
to the Port of Entry bill. The Secretary, after hearing 
a statement of the practical difficulties, agreed that he 
would so modify the present regulation as to allow any 
one of several connecting lines of transportation to 
give bonds and carry goods over the whole line. He 
also agreed that instead of requiring importers to give 
a separate bond on each invoice, he would allow them 
to give bonds covering all extended points, and at each 
shipment charge the amount on the bond, and, when 
importations equal the whole amount of the bond, can- 
cel it, and take another. The Secretary said he was 
willing to do all in his power to make the execution of 
the law practicable. 





—The following is the report of “earnings of the 
Great Western Railway of Canada for the two weeks 
ending December 16 and 28 : 











Dec. 16. Dec. 23. 
DOIN 65 io ian cgki se sérencetesas,a0secaanans $24,490 00 $25,276 27 
Freight and Live Btock........sccccsccseccess 64,216 38 60,813 40 
Mails and sundries . 2,114 79 2,244 21 
Total receipts for week........0..ccccccccses $90,851 14 $88,333 90 
Corresponding week, 1869................06 80,944 05 87,964 76 
PAGRGIR a <0 cininn ibd excindedbenedscdeessé $9,907 12 $ 369 14 


—The Grand Trunk Railway reports its earnings for 
the week ending December 24, as follows : 








DONG indians 060k tic ean ene Neds aha a kaan cabs emia een dueeeek £31,700 

WG occ cdadinc tondeseneresessdoensned cvsredsecenccoenssarceves 25,500 

RINCP ONE CII NN ii iaias 5 sis cn os kde sivngs cadccasincecs £ 6,200 
MISCELLANEOUS. 





—Work has been commenced on a bridge across Lake 
Champlain, at Ticonderoga, and the people of White- 
hall are trying to prevent it, arguing that it will mate- 
rially interfere with navigation on the lake. 

—In Hungary, the local Parliament has voted to ex- 
pend 22,000,000 of florins for the construction of new 
railroads in 1871. 


—Alexander H. Stephens wrote two letters to the 
Georgia newspapers last week. The first letter ap- 
proved the proposed lease of the railroad belonging to 
the State, and the second letter withdrew the approval. 
He had “suddenly been put in possession of some 
facts” showing that the highest bid had not been ac- 
cepted by $11,500. 

—Hon. Josiah Quincy has petitioned the Massachu 
setts Legislature to compel railways terminating in Bos- 
ton to run cheap trains, for the accommodation of work- 
ingmen and women. 


—Herapath’s Journal points out as an effective im- 
provement of English railroad properties the reduction 
of the speed of trains, saying: ‘It would have a 
““most potent influence on the rate of dividend, would 
“be easy of accomplishment, would tend greatly to the 
“prevention of accidents, and would therefore tend to 
“promote traffic while reducing working expenses 
“‘ prodigiously.” 

—A correspondent of an English railroad paper con- 
demns the establishment of shops for the construction 
of rolling stock by railroad companies. He says he 
“holds it as a principle, that railway companies ought 
“not to be manufacturers of any article they can pur- 
“chase in the open market, under the competition of 
‘‘ private enterprise.” 

—Under the head of “‘ Adventurous Travelers,” the 
New York T.mes, after describing the late balloon voy- 
age from Paris to Norway, says : 

“As novel and exciting, if not more painful, was the 
trip made the other night by the fireman of a Connecti- 








cut road on the cowcatcher of his engine. While en- 
gaged in oiling the machinery he fell, and, being caught 
and held on the pilot by a few threads of his Cardigan 
jacket, was, in that position, dragged for four hundred 
feet before he was dislodged. The wonderful part of it 
is that his injuries are comparatively slight, and that 
no bones were broken.” 

—A short time ago the engineer of a train on the 
Boston & Albany Road, having run down a market 
wagon, stopped the train as soon as possible to learn 
the result of the accident. Upon dismounting and 
looking on the platform connected with the cowcatcher, 
he found a respectable looking man, well muffled up, 
with a bag of oats anda tub of butter by his side, sit- 
ting very composedly, apparently on his way to mar- 
ket. He was not hurt in the least, though his team 
was made into kindling wood. 


—The decision of the Supreme Court of Cincinnati, 
in general term, announced by Judge Taft upon the ap- 
plication of the City Solicitor for an injunction to re- 
strain the payment of money under the provisions of 
the act authorizing the construction of the Cincinnati 
Southern Railroad, assumes that the question of the 
importance of the Southern Railroad to Cincinnati is 
sufficiently settled by the act of the Legislature author- 
izing the city to construct it, by the acts of the City 
Council, and by the overwhelming popular vote of 
Cincinnati in its favor. The restrictions of the Consti- 
tution against aid to railroads, by cities, was for the 
purpose of neutralizing the extension of such aid to 
private corporations, but did not operate to prevent a 
city from building a railroad itself, which was a work 
of public importance to the city. The Constitution pre- 
vents giving aid to corporations, but allows a city to 
construct, by its own agents, the necessary improve- 
ments. The objection that this railroad lay mainly out- 
side of Cincinnati, and outside of the State of Ohio 
was plausible, but not fatal. On the whole case tlie 
court was clearly of the opinion that the acts of the 
Legislature in regard to the Cincinnati Southern Rail- 
road are constitutional and valid. 


—Since the great robbery, the Central Pacific Com- 
pany have arranged the couplings of the cars in sucha 
manner that they cannot be detatched by any ordinary 
means without severing the heavy iron link or the pin. 
As an additional safeguard, they have substituted a 
copper wire rope in the place of the usual style of rope 
to the signal bell of the locomotive, which passes 
through the train overhead. This rope cannot be read- 
ily cut, as on the occasion referred to, and any attempt 
to twist it off or break it would only ring the signal 
bell for the train to stop. 


—The loss to holders by the recent fall in the Union 
Pacific securities is estimated at about $16,000,000. 

—We have not reached absolute perfection in Amer- 
ica, in warming railroad cars, we must confess, but the 
perusal of the following, in Herapath’s Journal, reminds 
us that we are at least better off than our English cous- 
ins when the thermometer is below zero. It is headed 
“ Footwarmers ” : 

“Tt is certainly great misery in cold weather to travel 
long distances by railway without the comfort of a 
footwarmer, nor can we doubt that the general provision 
of this accommodation to all classes of travelers would 
operate to increase traffic. But railway companies can- 
not be expected to provide footwarmers for nothing. A 
small charge would, however, cover the expense of foot- 
warmers, and even add directly to the net income of 
the companies.” 


ELECTIONS AND APPOINTMENTS. 


—The following trustees of the Atlantic & Pacific 
Telegraph Company were elected Tuesday, January 
10th, at the annual meeting : 

John Allen, Jr., Buffalo, N. Y.; Oliver Ames, Boston, 
Mass. ; Cheney Ames, Oswego, N. Y.; C. S. Bushnell, 
New Haven, Conn.; W. Blair, ‘Chicago, Tll.; Elisha 
Brooks, New York; James Brooks, New York; Ed- | 
ward Burckhardt, New York; Abijah W. Chapin, 
Springfield, Mass.; Sydney Dillon, New York; John 
Duff, Boston, Mass. ; W. L. Evans, Cincinnati, O.; H. 








M. Flagler, Cleveland, O.; T. J.8. Flint, Chicago, IIl. ; 
Rufus R. Graves, New York; George Griswold Gray, 
New York; Wm. H. Guion, New York; Rowland G. | 
Hazard, Peacedale, R. I.; John 8. Lyle, New York; S. | 
M. Marks, Lockport, N. Y.; James N. Mathews, Buf- | 
falo, N. Y.; C. H. McCormick, New York; 8. D. Mc- 
Millan, Cleveland, O.; John H. Mortimer, New York ; 

O. Noble, Erie, Pa.; Allen Munroe, Syracuse, N. Y.; | 
Alfred Nelson, New York; Samuel U. F. Odell, New | 





York ; Lansing Pruyn, Albany, N. Y.; James Sayre, | 


John G. Vose, New York; A. F. Wilmarth, New York; 
H. D. Walbridge, New York; Horace 8. Walbridge, 
Toledo, O.; C. A. Lambard, New York. 


—The meeting of the stockholders of the Oshkosh & 
Mississippi Railroad Company, for the election of 
officers and reorganization of the company, took place 
in Oshkosh, Wis., on the 14th inst. President String- 
ham inthe chair. The following Board of Directors 
was elected: For one year—E. James, O. Beach, I. P. 
Sheldon, C. N. Paine, George Badger; for two years— 
D. L. Dibby, John Buckstaff, Jr., John C. Foster, J. 
Dobbs, A. M. Skeels; for three years—Joseph String- 
ham, James Jenkins, Simon B. Paige, 8S. W. Washburn, 
John McMullen. The Directors elected the following 
officers: President, James Jenkins; Vice-President, 
8S. W. Washburn ; Secretary, George Gary ; Treasurer, 
8. B. Paige. By order of the Directors, 10 per cent. of 
the stock, in addition to the first installment of 5 per 
cent. has been called for, and must be paid within 
thirty days. 

—Atameeting of the stockholders of the Buffalo, 
Corry & Pittsburgh Railroad Company, held at May- 
ville, N. Y., on the 16th inst., the following Board of 
Directors was elected: Horace F. Clark, Augustus 
Schell, Samuel F. Barger, Edward K. Carl, of New 
York; George R. Gates, of Buffalo ; Thomas Struthers, 
of Warren, Penn.; Wm. N. Stewart, of Corry, Penn. ; 
Daniel Williams, of Nashville, N. Y.; M. P. Banins, 
Wm. P. Whiteside, George W. Gifford, J. F. Phelps, 
and A. K. Warren, of Mayville, N. Y. Hon. M. P. 
Banins was elected President and Treasurer. 


—The following officers of the Philadelphia & Reading 
Company were elected: President, Franklin B. Gowen ; 
Managers, H. Pratt, E. N. McKean, E. Borie, R. B. 
Caben, J. B. Lippincott, John Ashurst, Charles E. 
Smith ; Treasurer, Samuel Bradford ; Secretary, J. W. 
Jones. Nearly all are re-elections. 


—The Atlantic & Lake Erie Railway Company of 
Ohio have elected the following named Directors: D. 
W. S. Migart, Bucyrus ; K. B. Stewart, Athens; Hon. 
D. Richards, Mount Gilead ; R. E. Huston, New Lex- 
ington; J. P. Westbee, Athens County; A. Seffel, Wy- 
andot County ; J. B. Johnson, Granville; A. Lasdale, 
Wood County ; James Foster, Fosteria, and the Hon. 
V. B. Harton, Pomeroy. 


—The stockholders of the Philadelphia & Trenton 
Railroad Company met in Philadelphia on the 9th inst., 
and elected the following Directors: Vincent L. Brad- 
ford, William H. Hart, William H. Gatzmer, Charles 
Macalester, William 8. Freeman, Asa J. Fish, John G. 
Stevens, Benjamin Fish, John M. Read, Ashbel Welch, 
Albert W. Markley, G. Morris Dorrance. And at a sub- 
sequent meeting of the Board of Directors, the follow- 
ing officers were elected: Vincent L. Bradford, Presi- 
dent ; J. Parker Norris, Treasurer; Floyd H. White, 
Secretary. James Morrell, Esq., for nearly forty years 
Secretary of the company, being retired on account of 
age and infirmity, was appointed Emeritus Secretary of 
the company. 


—The following Directors of the Lehigh Valley Rail- 
road Company were elected on the 9th inst.: Charles 
Hartshorne, Wm. W. Longstreth, J. Gillingham Fell, 
John Taylor Johnston, William H. Gatzmer, David 
Thomas, Ashbel Welch, Edward H. Trotter, Ario Par- 
dee, William L. Conyngham, Edward Roberts, William 
A.Ingham. Mr. Asa Packer was elected President ; 
Charles Hartshorne, Vice-President ; Lloyd Chamber- 
lain, Treasurer; and John R. Fanshawe, Secretary. 


—At the annual meeting of the stockholders of the 
North Pennsylvania Railroad Company, held on the 
8th inst., the following Directors were elected: John 
Jordan, Jr., 8. Gillingham Fell, Wm. C. Ludwig, EIll- 
wood C. Shannon, Edward C. Knight, Alfred Hunt, 
Wm. C. Kent, Charles W. Wharton, Edward Roberts, 
Thomas Smith. Mr. Franklin A. Comly was chosen 
President, and Edward Armstrong, Secretary. 


—The Pittsburgh & Virginia Railroad Company was 
organized, on the 7th inst., by the election of the fol- 
lowing Directors: Wm. E. Frazer, Jr., L. C. Bald- 
win, Wm. J. Manown, John S. Van Voorhis, H. B. 
Frye, allof Fayette County, Pennsylvania ; Robert C. 
Shemertz and William R. Sweitzer, both of Pittsburgh. 
At a subsequent meeting of the board, the following 
officers were chosen: Wm. E. Frazer, Jr., of Fayette 
City, President ; Geo. Holtzman, of Pittsburgh, Secre- 
tary ; H. T. Blythe, of Fayette County, Treasurer. 


—The annual meeting of the Lawrence Railroad 
Company was held on the 9th inst., in Pittsburgh, and 
the following gentlemen were elected Directors : Wm. 
McCreery, G. W. Cass, J. N. McCullough, Thomas D. 


Utica, N. Y.; W. D. Snow, New York; Angus Smith, / Messler, and Wm. Harbaugh, of Pittsburgh; A. L. 


Milwaukee, Wis. ; Henry A. Smythe, New York ; Henry 
M. Taber, New York; E. H. Van Kleeck, New York; 


Crawford, of Newcastle, and John Larvill, of Wooster, 
Ohio. 
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—Mr. Bliss, of the firm of Morton, Bliss & Co., 
bankers, New York, has been elected President of the 
Union Pacific Railroad Company in place of Oliver 
Ames, resigned. 

—S. T. Emerson, for a long time Division Engineer 
of the Illinois Central Railroad with headquarters at 
Amboy, has been appointed Chief Engineer of the 
North Missouri Railroad, which seems to have an in- 
satiable appetite for good railroad men from Illinois. 

—Mr. Herman Holmes, formerly traveling agent of 
the Pittsburgh, Fort Wayne & Chicago Railway has 
been appointed traveling agent of the Rockford, Rock 
Island & St. Louis Railroad, with headquarters at No. 
20 North Fourth street, St. Louis. . Mr. Holmes worked 
for the Fort Wayne road four years and is widely known 
in the Northwest, so that he is well acquainted with his 
field as well as his business. 








Mobile & Ohio Car Trucks. 


A correspondent of the National Car Builder de- 
scribes as follows the passenger and freight-car trucks 
and the coupling and bunting apparatus in use on the 
Mobile & Ohio Railroad : 


First, as regards the fowr-wheeled passenger-car truck. 
The distance between centers of axles where double 
springs are used is sixty-five inches, and where triplets 
are used, sixty-nine inches. On each side of the truck 
are two equalizers, four inches by one, forged to fit and 
clasp the journal-box, one of which is on the inside 
and the other on the outside of the pedestal, and both 
are kept in place by flanges cast on the journal-box. 
To guard against accidents from the failure of hangers 
and pins, safety-straps pass under the sand-board, up 
inside of and over the transoms, and are turned up to 
carry the casting for the brake-hangers. Two volute 
or rubber springs rest on castings on the equalizers, 
and support the truck side-frame, and are placed inside 
of and close to the pedestals. The brakes do not slide, 
but are hung between the wheels, and the brake-beams 
are made long enough to fall on the equalizers should 
the hangers or safety-chains give way. As there is but 
little strain on the truck side-frame outside of the rub- 
ber or volute springs, it is cut away over the journal- 
box, thus bringing the upper floor of the car down 
nearly or quite, if desired, to the flange of the wheel. 
The springs used for the swing motion are compound 
elliptic, from thirty-eight to forty inches in length. 
They are either couplets or triplets, and each spring is 
composed of two outer and two inner ones, the former 
having from three to five, and the latter from two to 
four, three by five-eighth leaves. The inner springs 
are concentric with the outer ones, but inverted and 
kept in place by flanges on the ends, which permit them 
to play freely upon and act uniformaly with the outer 
ones. 

The siz-wheeled passenger-car trucks are ten feet six 
inches between centers of outside axles, and are con- 
structed upon the same general principles as the four- 
wheeled ones, except that two volute or rubber springs 
are placed on the equalizers between the middle and 
the outside pairs of wheels on each side, and connected 
by a knuckle joint so as to distribute the weight pro- 
perly, and allow space for the brakes to play between 
the wheels. .The outside wheels are thirty-three, and 
the middle ones twenty-eight inches in diameter. This 
allows the side bearings to be placed over the middle 
wheels, and the car-body is at the same time brought 
much lower than usual. The passenger car platforms 
are level with the upper floor of the cars. 

The freight-car trucks are of the ordinary form of iron 
truss, with swing motion, and volute or rubber springs 
on the sand-board, but without springs over the jour- 
nals. The wheels or journal centers are five feet three 
inches apart. Safety-straps similar to those used on 
four-wheeled passenger-car trucks are used to guard 
against accidents from the failure of swing-beam hang- 
ers and pins, and to carry the casting for the brake- 
hangers. To prevent the brakes from falling on the 
track, should the hangers or pins fail, the pins which 
pass through the lower ends of the swing-motion hang- 
ers are made sufficiently long to catch the brake-beams. 
The freight-car coupling and bunting apparatus is 
made of two beams of wood, four inches by five, ex- 
tending the whole length of the car, with a cast-iron 
bunter-head strapped on and bolted through these 
beams. The beams are placed three and a half inches 
apart, and a curved recess is cut out to fit the springs, 
which are six inches long and five in diameter. The 
bunting is done on a projection cast on the top center- 
plate, and’the springs, after being compressed with a 
pressure of about two tons, are Ratenul in place by 
filling in the space between the two long wooden beams 
with short pieces of scantling and securely bolting 
them together. Four bunter springs are used to each 
car—one on each side of each top center-plate—and 
the shock in bunting is divided between the truck and car- 
body, and at the same time transmitted to the rear cars. 
This form of bunter entirely dispenses with the heav 
and expensive wrought-iron forging ordinarily used, 
and obviates the trouble of “ pulling out bunters” and 
losing bunter springs on the road. All bolt-heads and 
nuts that come in contact with iron are kept tight by 
starting the metal by the side of the bolt-head and nut, 
after being properly screwed up. If necessary after- 
ward to take off the nut, the metal can be easily flat- 
tened. This in a great measure prevents nuts and 
bolts from working loose where theycome in contact 
with iron. 

It is difficult to describe details of intricate mechan- 
ical construction without the aid of drawings, but I 
trust the above brief description of the peculiarities of 
the trucks referred to will give your correspondent a 
tolerably correct idea of them. In conclusion, I desire 





to point out more particular what is new in the construc- 
of these tiontrucks, or what seems to me to be new 
after more than thirty years’ experience and observation 
the matter in of railway rolling stock. I claim as new 
features : 

First, the form and use of two equalizers placed on 
the inside and outside of the pedestals of passenger-car 
trucks, and the manner of keeping them in place. Two 
equalizers have been used on engine-trucks for twenty- 
seven years. 

Second, the long brake-beam and its arrangements to 
fall on the equalizers, should the brake-hangers or 
safety-chains fail. This arrangement is entirely differ- 
ent from the sliding-brake on the New York Central 
Railroad. 

Third, the compound elliptic spring, by which that 
form of spring is strengthened at its weakest point with- 
out impairing its elasticity. 

Fourth, the form of safety-strap to carry the brake- 
hanger casting, and to guard against accidents from 
the failure of the spring-motion hangers and pins. 
Safety-straps to accomplish this object have been in 
use many years. 

Fifth, the long pin through the lower ends of swing- 
motion hangers of freight-trucks to catch the the brake- 
beams. Also the projection on the top center-plate, 
and the use and plan of arranging the four bunter 
springs on freight-cars. The wooden beams with the 
cast-iron bunter-head strapped and bolted on, have 
been in use twenty-three years. 

Sixth, in the use of smaller wheels in the middle of a 
six-wheeled truck, and the knuckle joint connection be- 
tween the two side springs, to distribute the weight 
properly between the middle and outer wheels, and to 
allow space for the brakes between the wheels. 








A Novel Scheme for Securing Railroad Competition. 


A novel method of securing competition among rail- 
roads is something the suggestion of which, at this late 
day, is calculated to excite surprise. The Board of 
Railroad Commissioners of Massachusetts have, how- 
ever, undertaken to do it, and the developement of 
their plan constitutes the essential feature in their re- 
port for the year 1871. Not only have they undertaken 
the task, but they have fortified themselves in their at- 
tempt by a formidable array both of facts and statistics, 
drawn from practical experience elsewhere. 

The curious results produced by what is called com- 
petition in transportation by rail have frequently been 
discussed in the columns of the Nation. Year by year, 
this system is working its way out to its logical conclu- 
sion, which is now becoming alarmingly apparent. A 
few weeks ago, representatives of three of the great 
trunk thoroughfares between the West and the East 
met in conclave, and concluded a solemn treaty. The 
war of rates was to cease; competition was to be an 
indiscretion of the past, and combination was establish- 
ed as the law of the future. The several corporations 
were not, indeed, to “ pool” their profits, and so merge 
themselves into one closely cemented monopoly. This 
final lesson of experience was reserved for a not very 
remote future ; for the present they simply swore a 

eace, sure, before long, to vanish in a new war. 

eanwhile, what was this very competition thus 
brought to a close? How far did it extend? What, 
are, indeed, the limits of any competition between pri- 
vate railroad corporations ? This subject, even yet, 
is little understood, and there is a species of cant about 
it which the experience of years seems unable to dissi- 
pate. A real and healthy competition, under an active 
law of supply and demand, is one which permeates the 
whole community, and the advantages of which are 
participated in by all persons and in all places. It 
does not create an unnatural fulness in one locality, to 
be balanced by a corresponding dearth in another ; it 
does not give control of the markets of the world to 
the residents in one section of the same country, and 
surrender those of another wholly to the mercies of a 
monopoly ; it does not produce wild fluctuations, run- 
ning perhaps through hundreds per cent., subject to no 
law, and brought about without notice; it does not 
admit of conventions and combinations, and “ poolings 
of profits”; it does not defy all calculation, and, in 
the twinkling of an eye, transform the feast 
of to-day into the famine of the morrow. All these 
rapid changes and strong contrasts are, however, pro- 
duced by what is miscalled the competition of railways. 

The reason of all this is obvious—it is equally obvi- 
ous that the difficulty is one inherent in the system. 
There are two insuperable obstacles placed by the 
nature of things in the way of a full and healthy opera- 
tion of the laws of supply and demand on any system 
of transportation by rail carried on through a medium 
of private corporations. In the first place, the number 
of these corporations cannot but be very limited—so 
limited, indeed, that combinations is always perfectly 
practicable. In the second place, competition is neces- 
sarily confined to competing points. The first of these 
limitations has been so much dwelt upon of late, that 
it may now be considered as fairly established in the 
popular mind. The second is rapidly working itself 
into general acceptance. Every one at all interested in 
railroad investments is perfectly familiar with the sus- 
picion with which capitalists regard every road which 
makes a great display of heavy receipts from through 
business. Competition, experience has taught them, 
eats up all their profits—the more they do, not seldom 
the poorer they become. It is the local business 
which makes dividends certain, and it does so 
because the local business is not subject to competi- 
tion. In plain English, it is a sure monopoly. 
Competition is thus at best confined to points 
where railroads converge; and throughout the 
country, irrespective of population, not one place in 
twenty on our railroads is a point of convergence, and, 
consequently, not one point in twenty enjoys any com- 
petition, or experiences, except in some remote ee, 
the operation of those laws of supply and demand to 
which we have been contented to leave all regulation 








of our railroad system. The community now, there- 
fore, as the result of thirty years of experience, finds 
itself placed in this positiom—nineteen points, perhaps, 
out of every twenty on our railroads are wholly at the 
mercy of close monopolies ; each twentieth point en- 
joys the advantages of such effects of a law of suppl 
and demand as may be evolved out of fierce competi- 
tion alternating with strict combination. 

Such is the condition of affairs with which apparently 
the course of their oo brought the Massa- 
chusetts commissioners face to face. The way in 
which they have met the difficulty is worthy of notice. 
They say in their report that its true competition has 
failed, but they argue that the failure is limited to com- 
petition between private corporations. It therefore re- 
mains to be seen if the same result would ensue were 
competition to be established between private and pub- 
lic corporations. In other words, they shift the essen- 
tial element of competition—they would no longer seek 
it in a multiplication of competing roads in private 
hands, but they would find it in establishing a mixed 
ownership of the roads already existing. Or, stated in 
yet another way, they seek to break the power of com- 
bination by introducing into the system an element 
which will not combine. The idea of working out the 
problem in this way is, they acknowledge, in no respect 
new with them; they only seek to introduce it into. 
America. They refer to the experience of Belgium,, 
where such a mixed system of ownership has existed 
even from the beginning. In 1864, it appears that there: 
were in that country 1,247 miles of railroad; of this: 
amount 347 miles had been built, and had from the first 
been owned and operated, by the government; 117 
miles more, constructed by private parties, had been 
leased and were operated on the same footing as the 
public roads; all of the remainder, 780 miles, or nearly 
two-thirds of the whole, were the property of private 
corporations, and operated solely for their benefit. In 
regard to the practical working of this system, they 
produce the testimony of one certainly most competent 
to judge, M. Fessiaux, the Belgian Minister of Posts, 
Telegraphs and Railways. In a statement submitted to 
the Royal Commission on Railways of 1866, this offi- 
cial declared “ the state railways thus (through a mixed 
system of ownership) find themselves placed in con- 
stant comparison with the railways worked by private 
companies ; on the one hand stimulating them to gene- 
ral improvements, and on the other hand acting as a 
sort of check against any attempt to realize extrava- 
gant profits at the cost of the public.” And these re- 
sults, the commissioners naturally intimate, are exactly 
those which they wish to see produced in Massachu- 
setts, and which competition ought, but has hitherto 
lamentably failed to produce. 

Though they carefully avoid all expression of opinion 
on the subject, it is sufficiently apparent that the Mas- 
sachusetts commissioners, however it may have re- 
sulted in Belgium, have no very implicit confidence in 
the results of any general owership of railroads by the 
State, under our system of government. They very 
distinctly limit themselves at present to a proposal to 
temper, as it were, a general rule of ownership by 
private corporations by a very limited infusion of pub- 
lic management. They therefore now propose the 
purchase by the State of the railroad between Boston. 
and Fitchburg, with a view to its management, not by 
the government, they are careful to say, but by a board 
of trustees, to be selected by the Legislature from the 
community at large. The road, it seems, is only about 
fifty miles long, but it lies wholly within the jurisdic- 
tion of Massachusetts, and is so placed among the 
other roads of the State as to hold a commanding posi- 
tion—competing, in fact, in every direction. This 
road, the commissioners, it would seem, rather desire 
to convert into a standing menace upon all other cor- 
porations of the commonwealth, directly influencing 
them through it ; creating, in fact, an inevitable com- 
petition between two systems of management, public 
and private, the continuation of each of which will 
depend on its not allowing the other to surpass it in the 
accommodation furnished to the public. The tenure of 
official life would, in fact, be simply during good be- 
havior. 

Of course it is a wholly open question whether that 
which has been successful in Belgium would be suc- 
cessful in Massachusetts. Itcertainly would not be suc- 
cessful in New York. Such a snug nest for the hungry 
disciples of our numerous “rings” could hardly long 
be kept from partisan control; soon or late, and prob- 
ably very soon, it would share the fate of Central 
Park. assachusetts enjoys a somewhat purer politi- 
cal atmosphere, and it might, by a mighty effort of in- 
genuity, so hedge about the direction of this road that 
the well-nigh ubiquitous “man inside politics” could 
not effect a lodgment in it. The commissioners by no 
means ignore the danger from this quarter, and very 
distinctly give it as their opinion that the whole results 
of the experiment depend on avoiding it. Whether it 
is possible to do so or not remains to be seen. If it is 
possible, then there is no reason why the material re- 
sults which have flowed from this form of competition 
in Belgium should not reproduce themselves in Massa- 
chusetts. Should they do so, the effects on the indus- 
trial development of that State would be incalculable— 
its rate of increase would more than double. In any 
case, a new principle of railroad competition has been 
suggested, and certainly it has not been suggested be- 
fore the need for it was felt.—T'he Nation. 


—A bill has been introduced into the Wisconsin Leg- 
islature authorizing the Western Union Railroad Com- 
pany to guarantee the bonds of the Sabula, Ackley & 
Dakota Railroad Company and of the other companies. 














—The Commissioner of Internal Revenue reports 
that the tax on gross receipts of railroads in the United 
States amounted to $3,732,209 in 1870. It was $38,2656,- 
487 in 1869. 
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“ditorial Announcements. 


‘orrespondence.— We cordially invite the co-operation of the 
Railroad Public in affording us the material for a thorough 
and worthy Railroad paper. Railroad news, annual reports, 
notices of appointments, resignations, etc., and information 
concerning improvements will be gratefully received. We make 
it our business to inform the public concerning the progress of 
new lines, and are always glad t» receive news of them. 

Tnventions.— Those who wish to make their inventions known to 
railroad men can have them fully described in the RAILROAD 
GazertTE, if not previously published, FREE OF CHARGE. 
They are invited to send us drawings or models and specifica- 
tions. When engravings are necessary the inventor is expected 
to furnish his own engravings or to pay for them. 

irticles.—We desire articles relating to railroads, and, if 
acceptable, will pay liberally for them. Articles concerning 
railroad management, engineering, rolling stock and machinery, 
by men practically acquainted with these subjects, are especially 
desired. 

Lngineering and Mechanics.—Mr. M. N. Forney, Mechan- 
ical Engineer, whose office is at Room 7, No. 72 Broadway, New 

York, has been engaged as Associate Editor of this journal in 
charge of these departments. He is also authorized to act as 
our agent, 


Removal —About the first of February next the office of the 
Railroad Gazette will be removed to Nos. 110 and 112 Madison 
Street. 


{2° Our Prospectus and Business Notices will be found 
on the last page. , 











THE ILLINOIS LEGISLATURE AND THE RaAIL- 
ROADS. 


We have had at least the average amount of crude rail- 
road legislation in Illinois. The laws have been formid- 
able in purpose and calculated, one would say on read- 
ing the text, to create a revolution in the whole business 
of transportation. That they have not caused serious 
injury to railroad companies and to the community has 
been only because they were utterly impracticable, so 
much so that no lawyer would attempt to enforce them. 
This, perhaps, was not to be wondered at. The subject 
was difficult, and very little attention had been paid to it. 
Members of the Illinois General Assembly are no more 
inspired than other men, who usually when a complex 
business is to be considered or treated have first to study 
it and understand it, and even then make many experi- 
ments before they can form a practicable plan for manag- 
ing it. 

But what is remarkable is, that, after all the experi- 
ence of the past—valuable chiefly for warning, to be 
sure—after all the miserable failures of the last Legis- 
lature, and the discussions of the subject which have 
been quite frequent of late, there should be so very 
many in the present Legislature who go to work in the 
old blundering way, ready to repeat the legislation 
which has been proved to be so utterly ineffective, and 
which would be productive only of injury if it could 
be enforced. Not only this, but they apparently scorn 
to inform themselves upon the subject, and are ready 
to legislate for the minute regulation of a business 





which they do not even pretend to understand. They 
seem not only to have learned nothing by experience, 
but to decline receiving any lessons. 

How large this class may be will appear before the 
end of the session. But the debates so far indicate 
that it is very large, and that, therefore, the legislation 
this winter will be very like that of other winters in 
effect if not in form—if effect can be predicated of that 
which has no effect. 


There can be no doubt, we suppose, that all corpora- 
tions chartered since the adoption of the new consti- 
tution are subject to all the provisions of that consti- 
tution ; but that any priviliges granted to a corporation 
under the old constitution have been taken away from 
it by the new one, we do not understand. The State of 
Illinois has agreed with divers corporations that if they 
would construct and operate such and such lines of rail- 
road, they might have such and such privileges. None 
of the privileges granted by this contract can be taken 
away by a new constitution any more than by a new 
law under the old constitution. They are rights in 
which the corporations are protected by the Con- 
stitution of the United States. There may be 
some controversy as to what those privileges 
are, but there can be no abrogation of them. So far as 
the old corporations are concerned, which own all but 
a very few miles of the railroads of the States, the Leg- 
islature has just the same power over them that previ- 
ous Legislatures have had, no more and no less. It 
may be that the constitution directs it to pass laws 
which the United States Supreme Court will decide un- 
constitutional; but this is not power to regulate rail- 
roads, but only authority to play at such regulation. 

How far railroad corporations are amenable to legis- 
lation, is a question which has never been settled in 
this State, and it may be that, notwithstanding -the 
privileges secured by charter heretofore, the Legisla- 
ture can provide certain restrictions on the business of 
transportation in the State. This is the first thing to 
be settled, but something which very few legislators 
seem to trouble themselves about. The very difficult 
and delicate question, “‘What legislation is proper?” 
comes next. Too often the legislator troubles himself 
little with either, but instead, inquires what the noisiest 
of his constituents would like to have, and attempts to 
satisfy this usually unreasonable demand by certain 
formal articles and sections dignified by the name of 
law. 

Since the Legislature must provide some system of 
regulations for the railroads to be constructed hereafter, 
—and these will soon be numerous and important, if 
not stifled by unfavorable legislation—it is important 
that 1t should have some positive information concern- 
ing railroads and railroad business. To gain this re- 
quires much time and study—more than any member 
of the Legislature who has any other occupation could 
possibly give it. Such information could only be ob- 
tained by an officer or a board of officers selected for 
this special service with special qualifications for it. 
Legislation will be worth nothing—probably very much 
less than nothing—unless it is planned with a knowl- 
edge of the circumstances it is intended to meet; and 
since it is not possible for all the legislators to obtain 
this knowledge personally, it is well to have some one 
to procure it for them. If at the present session of the 
Legislature nothing more is done than to provide for 
the collection and comparison of statistics, decided 
progress will be made,—much more than if an elaborate 
system founded on somebody’s guesses should be 
established. 

This matter, it seems to us, is of comparatively little 
moment to the old corporations. There is little proba- 
bility that any important interference in their manage- 
ment can be enforced by any constitutional legislation. 
They will endure with the greatest equanimity legisla- 
tion which will cripple new lines that might become 
rivals. They will not grieve very sorely even if such 
legislation should prevent the construction of new lines 
altogether. And this is what is likely to be the result of 
unwise legislation. If we proclaim that we will ruin any 
railroad that may be constructed in Illinois, we may be 
very sure that no railroads will be constructed here for 
us to ruin. 


The Legislature can do more to reduce the cost of 
transportation by providing laws that will defend rail- 
road stockholders in their property than in any other 
way. If capitalists were sure that their investments 
would not be lost through the rascality of their 
agents, or their property damaged by reckless legisla- 
tion, money for the construction of railroads could be 
obtained easily and at low rates, and the cost of con- 
struction would be greatly reduced. It is unfortunate 
for our legislation that so small a part of the stock and 
bonds of our railroads are held in the State. There is, 
constantly a disposition to legislate for the patron of 





the railroad and not for the owner. The consequence 
is that not only are laws passed unjust to the owner, 
but legislation which he needs to defend his unques- 
tionable rights is never thought of. 








A Double-Headed Railroad Company. 


We have had heretofore a State with two governors, 
and now we have a similar phenomenon among corpo. 
rations. The Chicago, Pekin & Southwestern Railroad 
Company is a corporation which within a year or so 
past has completed or nearly completed the grading fora 
railroad from Marseilles, on the Illinois River eight 
miles east of Ottawa, southwestward toward Pekin. It 
intended to complete a line from Chicago through Mar- 
seilles to Pekin, and we believe that some work has 
been done northeast of Marseilles. 

The contract for the construction of the entire line 
was let to Messrs. Pierce, Clark & Sharp, a firm which 
has its headquarters at Marseilles. It seems that the 
people of Pekin, or those of them who had an interest 
in the company, were led to believe that the line would 
not be completed to Pekin, and charge¢. that the con- 
tractors, by divers dark ways and vain tricks, were 
preparing to bring the management of the company 
pretty much under their own control. At least the 
stockholders were divided into two parties, which have 
been called the “ Pekin party” and the “ contractors’ 
party.” 

We give herewith so much of an explanation of the 
transfer as we can gain from an article in the Mar- 
seilles Citizen, which denounces the Pekin party. 

According to this article, the directors about three 
months ago passed a resolution forbidding any further 
issue of stock by the President without a special order 
from the Board. Notwithstanding this, the President, 
(Mr. B. 8. Prettyman, of Pekin), did issue stock to the 
amount of $604,000, dated January 4, 1871. This issue 

vas made, it is charged, in order to give the Pekin 
party control of a majority of the stock at the election, 
which was to held on the 10thinst. He also announced 
at a board meeting on the day before the election that 
he had let the contract for the construction of the 25 
miles of the road northeast of Pekin, to the firm of 
Wicker, Meckling & King, annulling the contract pre- 
viously let to Pierce, Clark & Sharp. This, it is claim- 
ed, he had no authority to do, and the board as soon as 
the announcement was made passed by a vote of 9 to 
3 a resolution condemning this action and repudiating 
the new contract. 

At the eleetion the next day, when the issue of stock 
was offered an officer was ready with an injunction 
forbidding its acceptance. It seems then that the Pekin 
party withdrew and the election resulted in the choice 
of the following directors: Wm. B. Ogden, and J. L. 
Stark of Chicago; 8S. F. Moore, of Lisbon; E. T. 
Pierce and R. Clark, Marseilles ; J. S. R. Overholt and 
J. Defenbaugh, of Reading ; C. Sharp, Sr. and H. R. 
Kipp, of Minonk ; J. W. Daugherty and Wm. A. Ross 
of Washington; B. H. Harris, of Groveland; W. W. 
Sellers, of Pekin. 

These directors chose the following officers; J. L. 
Stark, President; C. Sharp, Sr., Vice President ; Wm. 
B. Ogden, Treasurer ; J. W. Daugherty, Secretary ; A. 
J. Ware, Pekin, Attorney; C. W. Allendolph, Pekin, 
Chief Engineer. 

The other party also held a meeting and elected] the 
following directors: Joel H. Wicker, C. G. Wicker, J. 
S. Meckling, F. E. Hinckley, H. E. Hamilton, J. L. 
Stark, of Chicago; Ed. Wilcox, Minonk, Ill.; Thos. 
King, B. 8. Prettyman, Geo. Greigg, Leander King, 
James Haines, and Geo. B. Foster, of Pekin. They 
elected officers as follows : B.S. Prettyman, President ; 
Joel H. Wicker, Vice-President ; Geo. Greigg, Treas- 
urer, and H. P. Finnegan, Secretary. 

We will not pretend to say which party is in the 
right or which of these two heads is alive. Doubtless 
the courts will have to settle the question. 








Construction of a Contract as to Forwarding. 


A case has recently been decided by Judge Shars- 
wood, of the Pennsylvania Supreme Court, which de- 
serves the attention of all who make contracts for for- 
warding freight. In this case the complainants shipped 
& quantity of oil from Pittsburgh, Pa., to Red 
Hook, N. J., an oil depot about thirty miles below New 
York, and made a contract with the Pennsylvania Rail- 
road Company for its transportation. There was in 
the contract this special stipulation, limiting the car- 
riers : “This oil is carried only on open cars, and en- 
“tirely at the owner’s risk from fire and leakage while 
“in possession of the railroad company or carriers, 
“while standing or in transit.” 

The Court held that this limitation applied only to the 
carrier with whom the contract was made, and not to 
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he forwarder. That if the oil had been destroyed by 
fire between Pittsburgh and Philadelphia, the Pennsy]l- | TEE CHICAGO & ALSTON SliOES IX BiOCeINeTON. 
yania Company would not have been liable fordamages, | geveral weeks ago we made a visit to Bloomington, and 
but that after it had been delivered at Philadelphia to | examined the shops of the Chicago & Alton Railroad. 
the Camden & Amboy Company, which was to forward | At the time we made copious notes, but since, our 
it by barges through the Delaware & Raritan Canal to | columas and our time have been so much filled up with mat- 
Red Hook, that company incurred the ordinary respon- | tet which required prompt attention, that we have been un- 
sibility of a common carrier. Judge Sharswood held | able to tell our readers what we saw and heard there. 


: : : : 
that the Pennsylvania Company could, as the agefit of | The journey from Chicago was made in one of the new day 
he Camden & Amboy, have made a contract which | cars which this company has built for its line. As we are 
hevs di y ' having illustrations made of these cars, we will postpone our 


would have been limited as to that company as well as description of them until the engravings appear. 
to itself. But if the forwarder’s responsibility is to be | 
limited, the contract must clearly state it. 


Among the Railroad Shops. 


The shops at Bloomington, it will be remembered, were 
| almost entirely destroyed by fire in 1867. Since that time the 
| company have reconstructed the buildings, and, to a great 
| extent, supplied them with new machinery. The new build- 
| ings which have been erected are : 








The Erie Railway. 
Mr. Jay Gould, President of the Erie Railway Com- 







1. recone . offices. = y } 
anv as ma i he | 2. Blacksmith shop. x2 0 feet. 
pany, has made the following sworn statement of t . cndabcn, pw hy wood | 
earnings and expenses of that railroad for the fiscal | 4. Paint shop . 715x170 feet. | 
rear 1868 : | 5. Car machine shop os --. 75x20 feet. 
year ws Fens enn ocinisiessnnwns+obaconseny Ousmane 60x180 feet. 
Ho RR REE Re ee ae $14,414,653 52 | 7 Ds, cdi cckinansssencenpsainneinn ail 240 feet diameter. 
EXP@DS€S.. +++ 0s ee erence cece eens eee eeteeee tees eeeee eens 16,519,104 82 | They are all constructed in the most substantial manner, with 

ie SE. Vo eet |p Brame ee beth Teles $2,1°4,451 30 | iron roof trusses covered with slate. There was but one de- 


The following are among the items of expenses : fect which attracted our attention, which was a deficiency of 











Lnfaslon 00 MOUROIR isa ss win siskn cays iibnds..b60is2seuenieeok $208,009 33 | light. A building intended fora workshop can never have 
Damages to freight and baggage...............--.s20008 165,408 (8 | too much daylight in it. The whole of the wall surface not 
DOANES HO GEOL BOO OIIG aoa oc havciecescvcvecenccesees 9,786 9 | P P 

OP egitieted ile pina DER PROM DP 1,327.45269 | required for the support of the building should be glazed. 
Train and locomotive service.................s.eee0+: 1,423,879 35 | This is beginning to be recognized by some manufac' urers, 
re at a ohh hs ehh clas Venda Shacieedbbates -.. 160,865 25 4 . : 
Rents of roads ..... 70/470 69 | 88, for example, in the watch factory at Marion, N. J., which 
ae to structures poy S |is built of iron. The whole of cach of the four sides, 
State ROB. vcs ccesccceses “ } . . . . 

Sadendl armen ee ate : TT 649 By | with the exception of the space occupied by the iron columns, 





Richard Schell, for withdra 429,250 09 | which are necessary to support the buikding, is a wall of 


Cornelius Vanderbilt, Be: + 1,000,090 00 Pai ia 7 4 
Onde 320.411 30 glass. There will always be dark or short days when it will 
Stenographic reporting.... bai 1.648 95 | be difficult to see with all the light that can be let into a 
CP eee ere oe + ieee 3,216 61 | : ‘ ; : 
Expenses Of dereey Clty Fenty... scenccsicncccccssscocce 131,567 85 | workshop, and, of course, it will not be easy to err in having 
Expenses of operating telegraph...................... 99.658 28 , too much light. It may, therefore, be assumed that in con- 
F @ 2 ¢ . : . . : 
ere cerita oh ehanetepanieys ayer teentephsareaeses cas 4, | structing buildings of this kind, that the walls should ‘be 
For freight on Lake Erie steamers.... ........... ‘ 8.4f4 64 | gathered into pilasters, to support the superstructure, and 
Interest on mortgage bonds..............-eceecceceesees 1.298 773 00 | : nani . : Si a | 
Interest on Other DONS: ..........csecsecccevcce seccevee 411,' 54 65 | the intervening — should be filled by the windows. Be 
Interest on notes for expenses...............-+6-- legen ne 263.751 88 | sides the windows in the sides, if the building covers a large 
Superintendence, office expenses and contingencies..... 32.365 53 as : » ati r : : ‘. 
Offiee expenses and stationery............2-+.eeeeeeeeees 197,'69 (0 ssp there should also be good skylights aN the roof. These 
RUNEN MI ccc neceestaccnceas < Suaspoent sess ace 735,185 66 | will furnish light in the eenter of the building, where it will 
Labor, loading and unloading.................s0+eeeee0 49 O18 67 | faa : * . : 
Porters, watchmen and switchmen...................++ 168,832 56 | be needed at times, oven with the best side lights. All the 
Wood and water station attendance...................+. 15,753 84 | facilities and comforts which can be given to workmen will 
Se sriseesate ea iccauicipears Belcan oe en - be amply paid for by the additional amount of service ren- 
Repairs of track and roadway ...-.-----.......-..-0- 2.754.682 64 | dered. However, it was not our purpose to find fault, but 
ReNSits OF POUING BION. .......0cccecccccseciccsce covccsess 2,918,053 40 | 


| the occasion has given a good opportunity of saying what 
| was in our minds long before we visited the Bloomington 
| shops. 

| The building, which is occupied below by the store room, 
a aie is ‘ , rl ‘ . | is two stories high. A broad hall extends the whole length 
a of an “ Anti-Snoring Device,” the veRtaon: | of the upper floor, and on each side of it are the offices for 
of M. T. Pinchard, of New Orleans, to which we | the different operating and mechanical departments of the 
would most earnestly call the attention of the propri-|;oaq. The first is occupied by the Assistant Superintendent 
etors and conductors of sleeping cars. The philosophy | and Train Master, adjoining which is the office of the Super- 
of the invention is that snoring is caused by sleeping | intendent of the Telegraph. Six instruments are in use in 
with the mouth open ; therefore, if it could be closed, | this room, manufactured at Ottawa, Ill. The battery room 
and the dropping of the lower jaw prevented, silence | is located below the ground floor, with stone flagging 
would reign supreme. | pavement. A Grove battery of fifty cups is used to 
The contrivance consists of a band which passes | supply one end of each of the three divisions of the road. 
; .. | Opposite to the office described is that of Mr. Jackman, the 
ner the top of the head and under the chin, and “ Superintendent of Machinery. Next to his office is the draw- 
drawn tight with a buckle. It is held in position by ing room. On this same floor there is also a conductors’ 
suitable attachments. room, used by the conductors when off of duty, Mr. Reniff’s 
The amount of torture inflicted by obese people with | office and drawing room, the office of the Chief Engineer, 
easy consciences and huge digestion on nervous travel- | Road Master and Train Master’s clerk. Having so many of 
ers in sleeping cars, can only be realized by the latter. | the different offices and departments of the road so near each 
This invention offers to them the first dawn of hope for | other, of course facilitates the transaction of business and 
relief from this misery. A law ought speedily be en- enables the different officers to have a better understanding 

acted authorizing every railroad conductor and porter | °f the relations of one to the other. ; 
to fasten one of these attachments on every passenger nae = “ - ee ney aS the Dens stn mane teen 
‘ . . : describing is occupied by the store room. This does not 
caught in the act of disturbing the peace and slumbers | au, very materially from any other store room, except in 
of weary humanity. We can imagine the fervor of being much better arranged than usual, and having greater 
vindictive joy produced by contemplating the seizure | facilities for storing all kinds of goods and material used on 
of some luxurious wretch who has made night hideous | the line. It would surprise many people to examine the great 
with his sonorous trumpeting and seeing him bound | variety of supplies which are needed on arailroad. Not only 
with what Mr. Pinchard calls the ‘Sanitary Brace.” | are there a great many kinds of material used, but there are 
How sweet, too, would be the slumber after such an ex- | Often half a dozen different patterns of the parts of machinery 
hibition of vindicated justice. By all means, let us | Which are used for thesame purpose. Until railroad compa- 
have the new invention introduced into sleeping cars, nies realize the evil of this more fully and make a combined 
and oblige all hotel-keepers to supply their guests with cearh e Coane spanrd — earn - yeaate poem, a 
y suppose no general uniformity will be possible. The fault is 
them on demand. not usually with the master mechanics nor those in authority, 
— but is the result of the system, or rather want of one, which 

A Superintendents’ Association. has been drifted into during these past years. 





Eureka. 





The Scientific American publishes an engraving and 








the cast iron, but has a clearance of about 1-32 in. As it 
wears, the weight of the engine pressing against the inclined 
sides a, a, it is claimed, hasa tendency to keep the braces 


tight.; b is a round TMT rr) 






boss let into a recess 
bored into the hous- 
ing, and is intended to 
hold the brass in po- 
sition laterally. 
Adjoining the ma- 
chine shop is a very 
carefully kept tool 
room, in which the 
drills, taps, dies, ream- 
ers, etc., are kept and 
repaired. When any ah — = 
of them are taken out iit Z WO N7 
they are charged to the person who has taken them, 
and credited to him when returned. In a descrip- 
tion of the Rock Island Railroad Shops, we made some re- 
marks on what we considered the defeets of this system, in 
that it did not give the workman any evidence to show that 
he had returned a tool, after he had done so. Since that time, 
in the shops of the Cleveland, Columbus, Cincinnati & Indi- 
anapolis Railroad, we have seen a system of checks in use, 
which seems to meet the difficulty. Each man who uses the 
tools has three checks. If, for example, he takes out a %-in. 
tap, he gives the keeper of the tool-reom one of his checks, 
which is deposited in the pigeon-hole or on the shelf where 
the tap of that size is kept. The check, which is the evi- 
dence that he took out the tap, is given back to him when 
the tool is returned. There is, therefore, not so much room 
for error as there is when both the charges and receipts are 
made by one person. There is one more advantage about it. 
If another man should want to use the %-in. tap before the 
first one had returned it, then the second one would get the 
tap from the first, and give him his check. Number one then 
takes number two’s check to the tool-room, and exchanges it 
for hisown. The tap is then charged against number two, 
who has it, while number one has thus received back his own 
check. At the Cleveland shop metallic checks are used, but 
a simple card, with the signature of the man, and a space in 
which the tool used could be described, would serve as well 
or better. 
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But, to return to the Bloomington shops. Mr. Jackman is 
getting out the work for two new locomotives, which he ex- 
pects to build during the winter and spring. The boilers, 
which he has built, are all made with covering plates, 
or “welts,” inside the longitudinal seams. There 
is a single row of rivets through the three thick- 
nesses of metal at the lap. The rivets are %-in. 
in diameter, spaced 1% in. from eenter to center. On each 
side of this row and about 4 in. from it are two more rows of 
rivets spaced 3% in. from center to center. They pass 
through two thicknesses of metal, i. ¢., the covering plate 
and shell of boiler. The plate is bent or set so as to con- 
form to the lap which it covers. This makes avery strong 
seam, and perhaps next to a butt joint with double covering 
plate is tlre best in use. 

We observed in the boiler shop here that the sides of the 
tanks were braced and strengthened with 5x24¢ in. T iron, 
which is lighter than L iron. We also noticed in the boiler 
shop a very compact portable forge with one of Roet’s small 
blowers. The latter receives its motion from a belt and pully 
which are driven by a hand crank. 

The greatest novelty in these shops isa machine for clear- 
ing the scale off of flues, which is the invention of Mr. Smith, 
the foreman. It is difficult to explain it clearly without a 
drawing. The flues are passed between two grooved rollers, 
by which the scale is crushed. Beyond these rollers are re- 
volving steel scrapers, held in a sort fof head, somewhat re- 
sembling the head of a bolt-cutter. Thescale which has been 
broken and crushed by the rollers is scraped off by this con- 
trivance. The machine has another set of rollers behind the 
revolving head which keeps the tube in line with the axis of 
motion of the scrapers. The latter are 3 in. wide and 5 in. 
thick, and are located tangentially to the flue, and are pressed 
against it by steel springs. Both the rollers and the scrapers 
are made sufficiently yielding by rubber seats on which they 
rest. The seat for the rollers is formed by a sort of rubber 
thimble placed between the roller and its shaft. This machine 
cleaned four flues in five minutes while we were looking at it. 
Any common laborer or boy can attend it. 

The new blacksmith shop which has just been built is 
probably the best in the Northwest. Each forge is cemented 
to a chimney, and besides ample height has been given to 
the roof to carry off the smoke which escapes from the 





The New England Railroad Superintendents’ Associ- It is the intention of the Chicago & Alton Railroad Com- 


ation, which was first organized about twenty years 
ago, and then collected a considerable library and a 
cabinet of models, and held meetings for the discussion 
of questions of management and operation, was re- 
vived and reorganized on the 15th of December, ult., 
when about thirty superintendents met in the library 
room of the Boston & Albany Railroad, in Boston, and 
chose the following officers: President, C. O. Russel, 
Boston & Albany Railroad; Vice-President, Gyles Mer- 
rill, Vermont Central ; Treasurer, Francis Chase, Port- 
land, Saco & Portsmouth; Secretary, William D. Hil- 
ton, Providence & Worcester. 

If the future meetings are well attended, and the dis- 
cussions are free and full, great benefits should result 
therefrom. 


pany to build a new machine shop, in addition tothe new 
work is done in the old building, which, we believe, was not 


The conveniences in this shop are hardly upto the require- 
ments of the road, but its deficiencies will be remedied as 
soon as the new shop is built. Notwithstanding the rather 
| limited capacity of the building, however, a very casual ob- 


Mr. Jackman, aud Mr. Smith, his foreman, evidently under- 
stand how to do very good work with insufficient accommo- 
dations, like the man who boasted that he gct a great deal of 
very good sleep out of a very poor bed. 

In several previous numbers we have had something to say 
about driving boxes. The brasses which Mr. Jackman uses, 
of which we give acut below, are made octagonal, but are 
fitted into the housing so that the top does not bear against 





buildings which we have enumerated. At present, all the | 


destroyed by the fire, when the other buildings were burned. | 


servation shows that the work is all done very systematically. | 





forges. Two new steam hammers with 1,500 tb. rams were 
| being erected when we were in the shop. One of them was 
| built by Bement and the other by Sellers. If Mr. Jackman 
| were to put up one more of the same size built by Ferris & 
Miles there would be an opportunity of testing the relative 
meritsof the hammers made by each of the three principal 
builders of these machines. 

Speaking of hammers, recalls a very neat little machine for 
piecing flues. An ordinary locomotive tube has so little 
metal in it that it will hold a welding heat but a very short 
time. Itis therefore very difficult for a blacksmith, no mat- 
ter how expert he may be, to strike fast enough to effect a 
perfect weld before the metal becomes cooled below the 
| point where it will unite. Mr. Hughes, the foreman, having 
experienced this difficulty designed a trip hammer to be 
worked by hand. The hammer head and anvil each have a 
half-round die which conforms to the shape of the tube. The 
hammer helvye is operated by a ratchet wheel with 
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six teeth, and the hammer is brought down quick- 
ly by a steel spring. The shaft of the ratchet 
wheel and crank has a heavy fiy-wheel to overcome 
the intermittent motion of the ratchet. With this machine 
a man can strike two or three times as fast, and with much 
greater precision than is possible by hand. The blacksmith’s 
helper turns the crank, while the former handles the tube to 
be welded. The two have pieced out 150 2-in. tubes in ten 
hours, and have taken a whele set of flues out, pieced them 
up, and returned them to the engine in the same day. After 
they are welded up they are all tested by a hydraulic pump. 
Out of a set of 136 two only were found to be imperfect. 

The forges which are used in the new shop are all made of 
cast iron, and have a coal box below. They all have a water 
ttuyer and a very neat valve for opening and closing the air 
pipe. 

Not all the forges which will be required have yet been 
‘put up, and considerable work which will be necessary to com- 
iplete the blacksmith shop is still undone. 

A furnace for heatingthe iron for the truck frames, has 
‘been put up in a separate building for that purpose. Suitable 
formers for bending the iron are located in a convenient posi- 
tion. The sides of the building are left open so that the heat 
from the furnace can escape easily. The iron roof of this 
‘building is one of the neatest we ever have seen. It is only 
26 feet span, but was evidently designed by some one who 
‘had great skill, and experience. It looks as though the 
‘building were intended for a play house for very young en- 
gines. 

The new foundry which has been built is not yet occupied. 
In the old building 20 car wheels, and about 6 tons of other 
‘castings are made per day. The new foundry will have every 
facility for doing work. It has two cupolas 50 in. in diameter 
inside which are supplied by air from a No. 9 Sturtevant 
blower. The main building, which is 60x180 ft., has an L at- 
itached which is to be used as a cleaning room. 

The car department is under the management of Mr. 
R. Reniff. About 230 men are employed in it. Heis just 
completing the last of ten new passenger cars for their road. 
‘We are having engravings of these cars made, and will post- 
pone our description until they appear. They all have 
President Blackstone’s coupling arrangement and Reniff & 
Buttolph’s summer ventilating apparatus, all of which we 
will describe when our engravings of the car are finished. It 
is the intention of the authorities of this road to have two 
freight cars per day built during the winter. We were shown 
a very ingenious signal, which is the invention of one of the 
men employed in the car shop, whose name has escaped our 
recollection. It is arranged so as to display either a flag or 
light and is under the control of the telegraph operator. We 
hope to give a cut of this at some future time. It would be 
impossible to describe it so that the description could be 
understood without an illustration. 

Before leaving the shops Mr. Jackson took us into his sand 
drying house. The drying is effected simply by a large egg- 
shaped stove with a hopper around and over it. At the bot- 
tom of the hopper are a number of 34-in. round holes. As 
long as the sand is moist it will not run out of these holes, 
but as soon as it gets thoroughly dried it begins to trickle 
out until the hopper is emptied and is ready for another 
charge. A reliable son of Hibernia is all the attention the in- 
stitution requires. 

We will have more to say of the work of the car depart- 
ment in a future number. 








ILLINOIS RAILROAD LECISLATION. 


We give below a summary of the legislation affecting 
railroads which has been introduced at the current ses- 
sion of the General Assembly : 

It isreported that both the House and Senate Com- 
mittees on Railroads in the Illinois General Assembly 
were in great part selected by Hon. A. C. Fuller, the 
Chairman of the Senate Committee, who was very ac- 
tive in urging restrictive legislation two years ago, 
when he was in the lower house. Mr. Fuller is a man 
of more ability than is usually found in a State legisla- 
ture. He was Adjutant-General of the State during the 
war, and developed unmistakable executive ability in 
that position. He has been also a prominent candidate 
for nomination to Congress from the Second District, 
and at one time came near a nomination as Governor 
of the State. The railroad legislation he has proposed 
heretofore we cannot say much for, but very much 
against, but his influence, his energy and persistence 
are such that he is very likely to secure the passage of 
the bills he proposes. 

FREE PASSES AND EXPRESS CHARGES. 

Senator Epler, on the 16th, introduced a resolution 
probftbiting the issue of free passes by railroad com- 
panies ; also another requesting the Committee on Rail- 
roads and Warehouses to report a bill for regulating 
the charges of all common carriers, intended especially 
to hit express companies, we suppose. 

In the House a bill has been proposed directing ex- 
press companies to adopt uniform rates of charges 
throughout the State, and another directing the rail- 
road companies to adopt a uniform code of signals. 
RIGHT TO CONSTRUCT SIDE TRACKS AND SUPPLY CARS. 

Mr. Chandler, of Vermillion County, has introduced 
into the lower house the following resolutions : 


Resolved, That the railroad companies of this state shall 
permit the owners of warehouses, coal yards, coal mines and 





lumber yards to construct and eonnect branch or side tracks 
with their roads, and that they shall afford the same facilities 
for the transport of freight to and from their side tracks as to 
other roads, and whenever said railroad companies shall fail 
to provide cars sufficient for transporting freight to and from 
said side tracks, the owners of the same may furnish cars 
sufficient for their own traffic, for which said railroad com- 
panies shall pay the same sum for car service on their re- 
spective roads. 
MAXIMUM FARES. 

The following is a copy of Senate bill No. 6, entitled, 
“A bill for an act to establish a reasonable maximum 
rate of charges for the transportation of passengers on 
the different railroads in the State,” which was intro- 
duced by Hon. A. C. Fuller, of Belvidere. 


SECTION 1. Be it enacted by the People of the State of Illinois, 
represented in the General Assembly, That all railroad corpora- 
tions organized and doing business in this State, under any 
act of incorporation or general law of this State, now in force 
or which may hereafter be enacted by the General Assembly 
of this State, shall be and are hereby limited to such rates or 
charges for the conveyance of passengers in this State, as are 
— prescribed, or which may be hereafter prescribed 

y law. 

Sec. 2. Nosuch railroad corporation shall, after the first 
day of July next, charge or receive for the conveyance of any 
person (with his or her ordinary baggage, not exceeding 100 
pounds in weight) over its road, or any portion thereof, a 
— sum than three cents per mile, nor for any person un- 

er twelve years of age, more than one-half that sum per 
mile ; nor shall any other corporation, person or persons, use 
or Operate any railroad now constructed, or which may be 
hereafter constructed in this State, and charge for the con- 
veyance of passengers over such road a greater sum than is 
prescribed for such conveyance in this act. 

Sec. 3. Any railroad corporation which shall collect or re- 
ceive any greater sum for the transportation of any person 
than is autaorized by this act, shall be liable to the party ag- 
grieved in five times the excess so collected or received. And 
the same may be recovered, together with costs and a reason- 
able attorney’s fee, te be taxed by the court, upon the trial, 
in an action in any court of competent jurisdiction. Andany 
officer, agent or employe of any of theaforesaid corporations, 
persen or persons, who shall knowingly and willfully collect 
or receive for the transportation of any person on any railroad 
in this State any greater sum than is authorized in this act shall 
be deemed guilty of a misdemeanor, and shall be liable to an 
indictment in any court of competent jurisdiction, and, on 
conviction thereof, shall be; punished for each offense by a 
fine of not less than one hundred dollars, nor more than five 
thousand dollars, or by imprisonment for not less than thirty 
days, nor more than one year, or both, in the discretion of 
the court before which such conviction shall be had. 

Sec. 4. Any willful violation of any of the foregoing pro- 
visions of this act, on the part of any railroad corporation, 
shall be deemed and taken a forfeiture of its franchises. And 
any such corporation so offending may be proceeded against 
by the State’s Attorney in any circuit or county through or 
into which its road may run, upon information, in the nature 
of a quo warranto, to judgment of ouster and final execution. 

Sec. 5. The term ‘railroad corporation,”’ in this act, shall 
be deemed and taken to mean all corporations, companies, 
associations or individuals, now owning or operating, or 
which shall hereafter own or operate any railroad in this 
State: Provided, the provisions of this act shall not apply to 
horse railroads. 

DEBATE ON THE FULLER BILL. 

On Tuesday last Mr. Fuller’s bill, unanimously in- 
dorsed by the committee, come up in the Senate for dis- 
cussion. The following summary of the debate we con- 
dense from the Chicago Tribune's report: 

Senator Nicholson offered an amendment fixing the penalty 
for violation of the law by any officer of the road at not less 
than $20 nor more than $30, instead of a fine of not less than 
$100 or more than $5,000, or imprisonment, or both, as pro- 
vided by the bill. 

Senator Fuller considered the penalty essential to the effec- 
tiveness of the bill. He said the third section had been the 
subject of much criticism. It had been considered with 
great care, and he did not think it obscure. The agent, act- 
ing under orders of the corporation, was made responsible by 
punishment as an individual, and yet the company was not 
relieved of damages. The rest of the section was to punish 
all who violated laws. It applics to conductors and to all 
others, and cut them off from pleading that they were simply 
obeying orders. We forbade them to execute illegal orders. 
The railroad companies could stand the little fines of the 
amendment a long time, and perhaps make money. The Leg- 
islature should make it unprofitable for railroads and their 
agents to violate the law. Legislation was specially needed. 
The constitution had imposed upon them the necessity of tak- 
ing action on the subject. The demand of the people was 
urgent, and they were compelled to meet it. Whether the 
law they passed was reasonable or unreasonable, the corpora- 
tions must obey until the higher Federal Courts said it was il- 
legal. That was the moral of the bill. This measure was lib- 
eral. The rate was a compromise, and a liberal one. But 
whatever it was unless stringent provisions were put in the 
bill, it was not worth the paper it was written upon. 

Senator Epler said that the amendment did not call for a 
discussion of the expediency of the law, or what the consti- 
tution had directed. He was not bound to vote for a bill with 
obnoxious features, because the subject was mentioned in the 
constitution. Bills might be brought up to carry out meas- 
ures required by the constitution, which would be offensive 
to all. Let them make their legislation practicable and sensi- 
ble, and not merely get upa bare theory. Mr. Fuller must 
feel the difficulties surrounding the subject. He had prepared 
a freight bill which was thought just. This law had stood a 
monument of the labor and the folly of an Illinois Legisla- 
ture. It was burdened with penalties which would have 
bankrupted every railroad employe, deprived every railroad 
of its franchises, and sent one-half of those connected with it 
to the Penitentiary ; and yet that bill had never been attempt- 
ed to be enforced. It fal ont elicited a law-suit, and started 
no informer. It had been violated, wherever a railroad ran, 
with perfect impunity. Every road had made rates, which 
was athing forbidden. With no ill-will to the present bill, he 
did not think that it should be passed, at least without many 
amendments. There were things proposed which required 
careful and candid consideration. The amendment of Sen- 
ator Nicholson wassensible and just. The old theory of out- 
rageous punishments was at anend. The penalty should be 
graduated by the crime, and they should not punish vindict- 
ively every railroad employe. he penalty in the bill was 
outrageous, enormous, and inconsistent. He could not vote 
for the billas it was. No jury would find an agent guilty, 
and that provision would be a dead letter. 

Senator Alexander also favored the amendment, but it was 
finally withdrawn. 

Senators Hunter and Dore wished for caution rather than 
haste, and would not eommit themselves in favor of the bill. 





Senator Boyd saw no importance in the law regulating pas- 
senger rates, as they had not been extravagant, or had not 
been greatly complained of. The rate in the bill might be 
correct, but the value of a law depended not on the penalty 
but the certainty of execution. The weakness of the law 
was that no one was provided to see that it was carried out. 
In many respects the law ef 1869 was excellent, but it was not 
enforced, since the penalties were such no person would take 
the risk of enforcing them against a corporation. Let the 
penalties be large, and not nominal, like those in the ameng-. 
ment, and then appoint some one to see that the law was 
carried out. Let them begin properly on this question, ang 
then, when they came to the great question of freights, let 
them deal with that as it deserved, by passing proper legisla. 
tion, and then providing means to see that it was enforced, 

Senator Fuller said that the law of 1869 proceeded on the 
theory that the forum was the courts—that they were to de- 
cide as to the reasonableness of charges. Its friends did not 
dare to encumber it with the provision for the appointment 
of officers to see that it was cohen. Under that law, weak 
as it was, railroads did revise, reduce, and equalize charges 
and break up discriminations against local freights. Now. 
the constitution said the Legislature, and not the courts’ 
must fix the rates. That simplified it. There should be offi. 
cers appointed, and he had prepared a bill for the creation of 
officers, or the appointment of a tribunal, to go out and 
make a full examination, and report what changes were 
proper to be made, and then, when they had information, 
they could make a proper law. Now, keeping free from mix- 
ing passengers and freight, and creating a tribunal to decide 
on both, would meet the views of Senator Boyd. The pres- 
ent bill was peculiarly simple. It required nosuch previous 
examination. Let them pass it, and that out of the way, 
take up the question of freight, which was occupying more 
ability than any other. He fully confessed he had not to his 
entire satisfaction founded the entire question of freight, 
and he was not yet able to classify all articles of freight. The 
best men in the State should be employed, and they should 
have all the information before they came toa decision. 
They would try to temporarily reach the question of freights 
by fixing maximum and minimum rates, and them sending 
ont a commission to get all the necessary information. The 
first part of the third section provided for the pecuniary 
mulcting of the companies, and the latter for the punishment 
of the agents. 

Senator Nicholson offered an amendmont excepting from a 
portion of the bill roads with 3 ft. 6in. gauge or less which 
may be constructed hereafter. This amendment was lost. 

Senator Starne offered an amendment dividing all roads 
into three classes, to be known as first, second, and third. 
All roads whose gross earnings are $8,000 per mile belong to 
the first class, and can only charge 3 cents per mile; all 
whose grofs earnings are $6,000 per mile belong the secend 
class, and can charge 4 cents; and all others form the third 
class, and can charge 5 cents. Mr. Starne thought it was a 
gross injustice to allow the same price toall. The North- 
western made $12,000, Rock Island $10,000, and Illinois Cen- 
tral over $8,000, while those in the southern part of the 
State made hardly anything. Pass the bill and they would 
kill these new enterprises, which were to-day trying to sell 
their bonds, but which could not do it if this bill was passed, 
and the matter carried to the courts. The railroads had made 
Illinois. They had been built by money from abroad. Chi- 
cago was built up in that way, by railroads, and they should 
be careful how they touched that great enterprise. 

Senator Strevell, while he would have maximum rates 
fixed, believed that some of the weaker lines could not 
afford to carry at the rate provided for in the bill. 

Senator Fuller said the only way to make a classification 
was to learn the circumstance of each road, learn the proper 
rate, and then specially name it in the law. The road that 
earned the most per mile did not have the greatest net earn- 
ings. The narrow gauge roads would not be overlooked in 
other bills. Supposing they tried to scale theroads, it would 
result ina labor which few men knew of. They would have 
to learn the expenses of the road, its construction and equip- 
ment account, and other things which would have to be ex- 
torted from its officers. They could make no satisfactory 
scale, and hence they had, rather than have no legislation, 
adopted a rate that would be pretty generally satisfactory, 
when tried. 

The opinion of members ran from two cents to five. Had 
he his own way he would put it down totwo for five roads, 
and put it higher for others, but if they went into that ques- 
tion they would never get through. There was no desire to 
crush railroads. That gentleman did not consider the 
amount of thirty millions paid to roads as a transportation 
tax. A great part ofthe railroad stock, forming the basis 
on which tariffs were imposed, was watered. His section of 
the country had more projected roads than many others. He 
was not warring against railroads, but he thought three 
cents enough on the whole. 

Senator Starne offered another proposition, giving a road 
so many years after it was completed before it came under 
the operation of the law. Gross earnings did indicate net 
earnings, though perhaps not to the stockholders. There 
were very few roads in Illinois whose net earnings were not 
40 per cent. He did not provide for watered stock, but the 
actual cost of the road. He was not prepared to act, and 
none of them were. If the bill were to pass, and go to New 
York, it would stop the sale of all first mortgage bonds. It 
would go tothe courts, and, judging of the future by the 
past, it would be long before a decision was obtained from the 
Federal courts. They could get no decision ina year, when 
contending with powerful railroads. The exverience in Ohio 
had shown that not one road had been built since the Legisla- 
ture regulated rates. - 3 

Senator Richardson moved to postpone the consideration 
of the bill until Thursday of next week, but his motion was 
defeated by a vote of 42 to 4, and the bill was made the spe- 
cial order for Thursday. 

Senator Underwood gave notice of his intention, at the 
proper time, to offer asubstitute for the whole bill, providing 
for the appointment, by the Governor, of three railroad com- 
missioners, subject to the approval of the Senate, to hold 
office for one, two, and three years, and their successors for 
three years. It is made the duty of all railroad corporations 
to report, whenever requested by the commissioners, all infor- 
mation required by the constitution, and also the expense of 
the construction of the road, and appurtenances, necessary 
expenses of operating since its construction, its actual value, 
their rates for way and through passengers, and freight, etc. 
The commissioners are required to takeinto consideration the 
cost and expense of constructing and operating the road, its 
business, losses and profits, and other facts necessary to reach 
a just, equitable, and fair conclusion, and then determine 
what shall be reasonable and fair rates for passengers and 
freight, and furnish to the officers a list of the same. In case 
any road is dissatisfied with the rates, it may, within twenty 
days, file a petition stating its grounds for complaint, the 
cause to be docketed on the People’s Docket, in the name of 
the People of the State of Illinois, and shall be tried by jury 
as soon as possible. In case no petition is filed, or a verdict 
is found against the defendant, and the charges are not re- 
duced, the road shall be liable to a penalty of $1,000, and for- 
feit its charter ; and the commissioners are required to begin 
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proceedings by scire facias. Any road failing to maintain a 
public office in this State, as required by the constitution, is 
made subject to indictment, and fine not exceeding $1,000. 


On Wednesday the debate was continued with con- 
siderable vehemence, and considerable opposition was 
developed from members of ability and influence. Mr 
Starne’s amendment was voted down by a vote of 11 
to 35. Senator Strevell expressed the opinion that the 
pill was unconstitutional. Senator Marsh, of DeKalb 
(probably having the DeKalb & Sycamore “plug” in 
mind), wished to exempt roads less than ten miles long, 
but in vain. 

Senator Washburn offered an amendment by insert- 
ing in the second section, after the word “corporation,” 
the words, “nor any officer, agent or employe thereof.” 
The amendment was agreed to. 

Senator Beveridge offered a substitute for Section 2, 
by which, substantially, through lines would form the 
first class, their branches, and roads wholly within the 
State, connecting at both termini with railroads of the 
first class, would form the second class, and roads with 
no connections, or with a connection at only one ter- 
minus, and not owned or operated in connection with 
a road of the first class, would form the third class, 
and the rates would be fixed for each class. The bill 
was then committed, together with this amendment, to 
the committee. 

We understand that the committee will report the 
bill pure and simple, and against the amendment. Also, 
that a very large majority of the Senate, perhaps three- 
fourths, is likely to vote for the bill. Its fate in the 
House is quite uncertain. 

In the House, on Thursday, Mr. Roe offered a bill to 
regulate railroad freight rates, providing that the price 
for carrying a hundred pounds the first mile shall be 
fixed, and the price for carrying any distance beyond 
one mile shall not exceed one-tenth of the rate for one 
mile. 
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RAILROADS IN MISSOURI. 


A correspondent at Jefferson City, Mo., sends us the 
following compilation from official sources of the rail- 
road statistics of Missouri, showing the total number of 




















miles built, and the length completed and in course of 
construction January 1, 1871: 
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Pacific (of Missouri).. Ei 855 114 Including leased roads. 
South Pacific......... 131 279%, 2 } 
St. Louis & Iron Mt’n. 211 92 22 miles ready for iron. | 
North Missouri....... 361 
Mo., Kansas & Texas. 105 105 
Hannibal & St. <r 216 
Kansas City, St. Jo. ‘ | 
Council Bluffs...... 16 208 | | ) St. et C. B. aot Mo. 
St. Louis & Ft. Scott 55 | Valley consolidation. 
Laclede & Fort Scott. | 80 | 


St. Louis & Santa Fe.| 38 | 38 | 
Osage Valley & South- | | | 
ern Kansas......... 2514) , 24 miles graded. 


St. Louis & Keokuk. | 

Louisiana & Missouri To be comaioeet to | 
River....... at ae 3 201< Jefferson City by May 

Chicago & South- 1, 1871. 
WEEEDTR. ccccscccccse 50 60 100 | 

Alexandria & WNe- j 
braska City......... 75 40 miles ready for iron. | 


Kansas City & Cam- 
a en ee 
Boone Co. & Jeffer- 


53 § Operated by Hannibal 
( &St. Joseph R. R. 
} Operated y North 


808 Clty... «cece 23 ; 
St. Louis, Chillicothe (| Miseouri Railroad. 
& QURGOR. 62.00.0000 40 40 25 
Lexington & St. Louis 53 Graded. 
St. Louis, & St. Jo. 344%; 78 
Lexington, Gulf & | 
BG ces cinenteo son ' 106 2% miles ready for iron. 
Cape Girardeau & | 
State Line.......... 17 
Missouri & Mississippi 160 60 miles ready for iron. 
i eee 41744'2,055 1,182 


eS 








—In a recent case decided by the Philadelphia Court 
of Common Pleas, the following points were decided : 

1. A railroad company constructing their road in a 
tunnel or archway under a public street, do not impair 
their right to the exclusive use of the ground over the 
tunnel. 

2. Any person erecting a building or otherwise at- 
tempting to take posession of such ground, is a tres- 
passer. 

3. There is no valid right to such occupancy, either 
in the owners of adjoining lands, or the city, as against 
the railroad company. 








Shicago Railroad Mews. 


Chicago & Northwestern. 

The Treasurer of this company, Mr. A. L. Pritchard, has 
issued from the New York office the following statement in 
detail of the earnings and expenses for the first six months of 
the fiscal year, from June 1, to November 40: 





EARNINGS. 
Frem eeegs pe sek des iaes obtecnetaneen $1,915,298 59 
RI csbec0cenansdsesneencs cocned 4,821,106 90 
NG ch ib ocncsdebcbeneweenccneee 122,566 65 
ink icnenichehvtheonhneaentendl 91,776 48 
OOME TEIBOSTINMGOUS: 006 5c cccccccccccccss 333 38 
$7,004,774 00 
EXPENSES. 


The operating expenses and taxes were as fol- 
lows: 


Operating expenses (48 46-100 per cent.).. $3,429,669 64 
Wea kabbs Seeks bb4. whee b0ssdibkence 85,140 31 


Total expenses (49 46-100)................ $3,464,809 95 
The other current charges were : 
IN iss iain chen heed ands $537,105 00 
Interest and exchange...............+es0 6,189 3 
CE SS SER Serer 45,120 00 
Be Oe i nnn nccsicen ccccncseess 536,288 18 
Chicago & Milwaukee Railroad Compa- 
Oy Gh ka0 6 oncencenvecesemenss 718 20 
Total charges for six months....... $4,590,230 36 


4,590,230 36 


Leaving net earnings for six months, in excess of ope- 
rating expenses, taxes, interest on bonds, rents, sink- 





Rs Sa oh ccetktbereeseswrschtkeaies aaeeabe $2,414,548 64 
INCOME ACCOUNT. 
Balance to credit of income account, May 31, 1870..... $541,494 29 
Net earnings, as above, for six months, to Nov. 30, 
ee heal Gaaekbekeaths taweabanenedes-eanae 2,414,548 64 
| A SE eer rere $2,955,967 98 


Deduct five percent. dividend (free of tax) on common 
and preferred stock, for six months ending Nov. 30, 
606 eiecnintd4shessscadaterdsenrastepineensansans 1,750,940 00 


Balance to credit of income account Nov. 30, 1870..... $1,205,027 93 
Comparative statement of operating expenses for the six 
months ending Nov. 30th, 1869 and 1870: 


OPERATING EXPENSES (cents omitted.) 


6 months 6 months Decrease 

end. Nov. end. Nov. and 

30, 1869. 30, 1870. Increase. 
Repairs of engines and tenders.... $394,582 $254,371 Dec. $50,211 
ROIS OF CIEE, cccccoveeess4ns.s0es 492,045 343,365 Dec. 148,697 
Repairs of buildings....._...... 104,615 60,232 Dec. 44,382 


| Repairs offence, gates and cross’gs 97,862 45,157 Dec. 53,704 


Repairs of bridges and culverts... 163,655 115,589 Dec. 48,115 


Bepairs OF CAGE... 2.0000000+000000 947,154 836,783 Dec. 110,371 
Repairs of tools and machinery... 91,615 57,512 Dec. 34,103 
Fuel used by locomotives......... 526,817 358,778 Dec. 168,038 
Fuel and lights used on cars and at 

CI ciao stnsaeniasseces wawes 49,813 37,396 Dec. 12,416 
Oil and waste used................ 67,116 56,231 Dec. 10,885 
Office and station furniture and ex- 

PP cths sieddodesckicvovecsecse 30,259 28,9388 Dec. 1,321 
Furniture and fixtures for cars..... 9,649 6,602 Dec. 3,047 
UN BOI aie. cs sncccnccccove 21,617 22,736 Inc. 1,118 
DEE hiss 004:5:450 0006040040000 11,161 5,918 Dec. 5,243 
Stationery, printed blanks, tickets, 

Diincbnccsksedrontnarnsdenseusece 29,211 29,029 Dec. 182 
Engine men, firemen and wipers... 289,290 282,556 Dec. 6,733 


Conductors, baggagemen & brake- 

GE asc bdapcbhcertbvectseeuess 194,206 192,699 Dec. 1,507 
Laborers and switchmen at stations 348,276 318,134 Dec 30,141 
Agents and clerks at stations...... 253,914 227,809 Dec. 2.105 
Superintendence 40,662 36,435 Dec. 4,227 











| MR. ans csceees -» 17,587 21,727 Inc. 4,139 
Lose and damag ma 44,232 3,305 Dec. 13,926 
BIE BO PORNO,» 000.00.0:00.0022000 16,216 11,741 Dec. 4,475 
Teaming freight, baggage & mails 5,300 4,759 Dec. 540 
DE ctukshbnnarnnetenensesuke 22,721 13,880 Dec. 9,141 
Cleaning snow andice. _........ 6,827 ---- Dec. 6,837 
Miscellaneous expenses........... 48,870 31,327 Dec. 17,548 

ee $4,235,295 $3,429,669 Dec.$805,625 

Add for state and county taxes.... 8,606 3,566 Dec. 39 


Add for U. 8. tax on pas’grearm’s. 54,551 28,794 Dec. 25,757 
Add for U. 8S. rev. tax stamps..... 2,224 2,759 Inc. 534 


Ee ee $4,205,677 $3,464,809 Dec.$830,867 
Deccrease in operating expenses and taxes for the six months 
ending November 30, 1870, as compared with the six months ending 
November 30, 1869, $830,867.63, or 19 34-100 per cent. 
Decrease in interest on bonds, rent of leased roads, etc., $109,- 
879.52, or 9 15-100 per cent. Total decrease in all charges for six 
months, $940,747.15. 





EARNINGS. a 
From passengers.........  ......+ $2,177,589 $1,915,299 Dec.$262,398 
a eee 4,804,483 4,821,106 Inc. 16,663 
* QIN csc sccasvevassevece 136,742 122,566 Dec. 14,175 
vid ae thbonwentaasnndes 84,124 91,776 Inc. 1,652 
* GR eve cssncdsesza 61,679 54,083 Dec. 1,646 





0 eetessccesesod $7,264,579 $7,004,774 Dec. $259,805 
Total decrease of earnings for the six months ending No- 

vember 30, 1870, as compared with the six months ending 

November 30, 1869, $259,805.24, or 3 57-100 per cent. 

Thus we have for the busiest half of the year aggregate 
earnings amounting to $7,004,774, and operating expenses to 
$3,464,809, or 49.4 per cent. of the earnings, which has not 
often been equaled in American railroads. It is true that 
the eoming taxes must be paid during the current half year, 
and that it will not be easy to make the decrease in expenses 
the equal in amount, though it may be in percentage, in this 
half of the year when the earnings are lighter. But if the 
proportion is maintained the saving in expenses during the 
year will amount to the astonishing sum of $1,600,000, so 
that with a decrease of perhaps $450,000, the .profit may be 
greater by $1,150,000 than during the previous year. 

The company’s business has been seriously interrupted dur- 





Suspension Bridge & Erie Junction. 
The Supreme Court at Rochester gave a decision, on 


ing the week by the great snow storm of Saturday and Sun- 
day. The Freeport and Fulton lines were not entirely cleared 


Friday of last week, confirming the report of the com- | until Tuesday night, and an enormous amount of hard work 


missioners in the Suspension Bridge & Erie injunction 
case, permitting the Erie Company to complete the new 
line from Buffalo to Niagara. On Saturday night the New 


York Central ran engines off the tracks at the intersec- | 


tions to prevent the Erie laying necessary rails and frogs. 
The Erie’s working parties went in force Sunday, and 
removed the obstructions, and operated under the in- 
structions to complete the line during the night. 


| Was necessary to effect this. The storm was more severe on 


| its line than anywhere else in the country, so far as we can 
| learn. 





Lake Shore & Michigan Southern. 
The snow storm of the past week caused comparatively 


Monday arrived, though some of them about three hours be- 
hind time ; the difficulty being principally between this city 
and Englewood. At many points on the lines the telegraph 
wires and poles were broken down by the accumulation of 
ice, and up to Thursday were not entirely repaired. 





Chicago, Rock Island & Pacific. 
The Pacific Express, which left this city last Sunday was 
unable to get through on account of the snow. Near Rock 
Island and between Englewood and this city the road was 
badly blocked up, not, however, so as to prevent the passage 
of the Monday trains. 





Chicago, Burlington & Quincy. 

The Fox River Valley road, which was to be opened by 
this company last Monday, at that time was snowed under. 
The track was cleared after the middle of the week, and 
trains are now running. 

Thesnow storm gave a great deal of work on the line, and 
interrupted business somewhat. Two hundred miles were 
cleared on Sunday, and trains got through Monday. 

The Postmaster-General has made arrangements with the 
company by which a mail will be received on Sundays, 
between Chicago and Omaha, each way, connecting with the 
trains on the Pacific Railroad, which run every day. For 
want of this arrangement, heretofore, the mail was received 
at San Francisco, from the East, for three days each week, 
and none the corresponding week day in the Pacific States 
and Territories, and no mail was received at the East one day 
each week. 

The company hae ordered fifteen new locomotives from the 
Manchester Locomotive Works. These will be needed 
directly on the new lines recently aequired. 








Herolsm of a Railroad Engineer. 


By an accident that occurred on the Pennsylvania 
Railroad, a few days ago, Enos J. Hoopes, an engineer, 
lost his life. Heroism such as Mr. Hoopes displayed 
on the occasion deserves more than a passing notice. 
The facts as we have heard them related, are as follows : 
A car attached to a freight train, bound west, had lost 
a wheel, and was being carried down a grade by the 
momentum of the train, pitching and jumping over 
cross ties, and making the fire fly out of the stones and 
iron. Mr. Hoopes was coming eastward on a train 
with fast freight, and as he neared the wrecked train, 
he thought he saw something wrong. It was dark, and 
to see more plainly, he stepped to the fireman’s side, 
which is next the other track. Just then the wrecked 
car struck his engine, breaking his leg in four places, 
crushing his hip, tearing away half of one of his feet, 
and knocking him, in company with the fireman and 
brakeman, back into the tank. Every man upon Mr. 
Hoopes’ engine was injured. The fireman and brake- 
man lay senseless on the floor of the tank. The con- 
ductor of the train and the other brakesmen were on a 
rear car, and knew nothing of the disaster. The train 
was not so much injured as to delay its progress, and 
Mr. Hoopes knew that if it was not promptly stopped 
it must run into the hind end of the one next ahead, 
which would stop at a station less than three miles off 
for water. Mr. Hoopes, crushed and bleeding, dragged 
himself slowly and painfully over the prostrate bodies 
of his comrades to the throttle valve of his engine, shut 
off the steam, whistled down brakes, sounded the sum- 
mons for the conductor, and fell back exhausted. When 
the train stopped, and the conductor came forward, Mr. 
Hoopes was trying to stop the flow of blood from his 
wounds by tying up his shattered leg, and said, “It is 
all up with me ; do the best you can for me.” He lin- 
gered until next day in great agony, which he bore with 
his usual bravery, and then died, lamented by all who 
knew him. Surely the name of Enos J. Hoopes should 
have a prominent place in the history of those who 
have heroically died at their posts in the conscientious 
discharge of their duty.—Germantown (Pa.) Telegraph. 








Railroads in South America. 





A correspondent of the New York Herald writing 
from Lima under date of the 22d ult., gives thé follow- 
ing concerning new railroads in Peru and Bolivia : 


On the 17th inst. the formal inauguration of the Lima 
& Huacho Railway, as far as the town of Chancay, 
forty eight miles from Lima, took place. Huacho, a 
beautiful village on the coast, about one hundred miles 
distant, has been for a long time the market garden of 
the capital, and in the centre of a very fertile and cax- 
tensively cultivated district of the Republic. Some of 
the largest cotton and sugar estates in Peru are situated 
there, and the railway expects to derive its principal 
profits from the transportation of these products, the 
carriage by sea to Callao being very expensive and 
troublesome. After a solemn blessing of the locomo- 
tives and trains of the company by the Bishop of 
Jauja, the President, his Ministers, the diplomatic 
corps and a number of other persons proceeded to 
Chancay. For the first twenty miles the road offers 
nothing of particular interest, but, passing that dis- 
tance, it is,safe to say that this railroad is probably the 
most unique in the world. 

For twelve miles the road proceeds along the sea- 
shore, on the side of‘ a huge sand mountain, in some 
places 300 feet from the water, with a distance of from 
twelve'inches to three feet from the edge of the preci- 
pice. The mountain of shifting sand rises above the 
track for another 300 feet, the train passing along its 
side like a fly crawling over a pane of glass. The rails 
in many places have to be based on bags filled with 
earth, as the foundation of sand is constantly givin 
way. Still engineers declare the road to be safe, an 
the rolling stock has been expressly constructed for 
the wonderful curves, of even nineteen in twenty-five 





little hindrance to the movement of trains. All trains on 


that abound along the line. A large force of laborers 
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is constantly employed in keeping the track clear from 


sand, and in repairing the fissures made by the wind in | the sinking fund and a second dividend of $13,500, to 
Such | the Pittsfield & North Adams Railroad. 


the sand mountain above and below the line. 
was the fear experienced that several persons en- 
deavored to find other means of returning to this city. 
No accident has, as yet, however, occurred on the por- 
tion of the road described. 

Some time since, several influential French houses, 
among them Messrs. Erlanger & Co., of Paris, sent 
agents to Peru and Bolivia to survey and report upon 
a proposed line of railway from Tacna and La Paz, the 
capital of Bolivia. The report made was so favorable 
and the prospective profits so alluring, that immediate 
steps were taken by the interested parties to secure ad- 
vantageous grants from the two governments. Melgare- 
jo, in Bolivia, always ready to support any description 
of public work which might tend to the advancement 


of his country, issued a decree granting the privileges | 


solicited, conceding a large portion of the public lands 
along the lines to the projectors, and actually deploring 
the circumstance that the condition of the Bolivian ex- 
chequer was so low that it was found impossible to as- 
sign an annual subvention to the undertaking. The 
government of Peru was equally liberal, and the line 
was adjudicated to Messrs. Hainsworth, of Tacna, the 
representatives of Erlanger & Co. 

Another event, also relating to railway enterprise in 
Peru, is to take place on the 1st of January next. The 
road from Mollendo, on the coast, to Arequipa, about 
100 miles in the interior, was commenced by Mr. Henry 
Meiggs, in March, 1868, and was not opened to the pub- 
lic on the date above-mentioned. The work has been 
executed under a contract with the present government, 
it being the first grand undertaking of the kind ever 
initiated in the country, and only owing to the perse- 
verance of Mr. Meiggs, and the great energy which he 
has manifested under every class of difficulties, has the 
railway been successfully completed. The road has 
elicited many inquiries from engineers and scientific 
men, both in Europe and America, from the peculiar 
nature of its construction and the formidable obstacles 
offered by the ground traversed. 








The Boston & Albany Report. 


The annual report of the Directors of the Boston & 
Albany Railroad, covering the ten months ending with 
September, shows gross receipts in that time of $5,785,- 
987, and gross expenses of $3,955,674, leaving a net bal- 
ance of $1,830,814. Of the receipts $2,188,192 came 
from passengers, $3,265,481 from freight and $232,313 
from mails and other sources. The principal items of 
expense were: Repairs of roadway, $761,968; repairs 
of engines, $367,995 ; repairs of passenger and freight 
cars, $518,880 ; repairs of buildings, ferry, etc., $216,188 ; 
transportation expenses, $2,040,282; general expenses, 
$50,357. From the net balance ($1,830,313) deduct $315,- 
893 for interest on State loans and exchanges, the 5 
per cent. July dividend of $863,189, and the Pittsfield 
and North Adams Railroad 8 per cent. dividend of 








} panies, and without rhyme or reason. 


which, however, is subject to a charge of $40,000 to 


The Mas- 
sachusetts sinking fund increased $120,653 in 1870; 
making an aggregate of $1,785,884 ; but $864,000 of the 
foreign debt was paid, which, with the premium on 
exchange, reduced the fund, November 30, to $837,024. 
The Albany sinking fund, which earned $36,943 


during the year, was reduced by the payment 
of $26,100 in interest and $219,000 in bonds, 
which reduced it to $298,404, against $506,560 


in 1869. The present value of both funds is $1,135,429, 
and the contingent fund, composed of the unexpended 
earnings in former years, amounts to $1,752,774. In 
future, dividends will be declared in May and Novem- 
ber, instead of July and January. The capital stock 
authorized is $26,000,000, and the total amount paid in, 
$19,150,000; funded and floating debt, $2,268,520; total 
cost of road equipment, $21,938,628 ; number of miles 
operated, 269 ; number of miles run during ten months, 
2,877,540 ; passengers carried in the cars, 3,754,733; | 
number carried one mile, 78,808,920; tons of merchan- | 
dise carried in the cars, 1,531,149 ; number of tons car- | 
ried one mile, 148,871,491; number of men employed, | 
exclusive of those engaged in construction, 4,361. | 





| 








Free Passes in England. 


It is recorded of a railway company whose shares | 
are principally held in this country, although the line is | 
far away, that as many as nine of its officers had au- | 
thority to issue free passes. The line was then in 
very poor plight, and paid no dividend. It has since 
done better, nay, it is a very fair property, and we may 
conclude that the free pass system has nndergone re- 
vision. 

One of our great London railways, which pays little 
or no dividend, whose stock is at a frightful discount, 
seems to be a great issuer of free passes, if we may 
judge from a statement in the Journal a few weeks 
back by a correspondent. 

It seems to us that the whole system of free passes 
should be swept away. No one, saving a directur, 
head officer, and the men employed in conducting the 
trains, should be allowed to travel free, and the system 
of directors and officers of one line exchanging passes 
with the directors and officers of another line, appears 
to be highly objectionable. It is obvious that by this | 
means a very large revenue may be lost to the com- 
Indeed, we have 
heard of men in a large way of business getting on the 
boards of railway companies, not for the fees, not be- 
cause they thought they had peculiar talents for rail- 
way management, but because they coveted the privi- | 
lege of traveling over their own and other lines, hun- | 
dreds of miles long, free of charge. 

The proper thing is to do away with passes entirely. 
Let every one (with the few necessary exceptions 
named), pay, and should there be a case—as there is 
now and then—where a man is entitled to a free pas- | 





$13,500, and an undivided surplus of $637,731 remains, , sage, let him pay the fare, but let the money be re- | 


turned to him by the directors. We may be sure that 
a board of directors would not repay hard cash except- 
ing in cases where the claims were irresistible. We be- 
lieve this plan is adopted by the Bristol & Exeter, a 
company which is well managed and pays a good divi- 
dend out of its resources. - We would like to be 
enabled to say that in England the free pass system has 
been wholly abolished, and that all the traffic seen ona 
line is paying traffic, without a dead-head amongst it.— 
Herapath’s Railway Journal. 





PUBLISHER’S ANNOUNCEMENTS. 


Engineering and the Railroad Gazette. 





The undersigned is authorized by the publisher of En- 
gineering to receive subscriptions for that admirable journal 
for $8.32 in gold, per year. 

American subscribers have usually been charged $15 in cur- 
rency per year for this journal by agents in this country. 
Engineering is the journal established in London and until 
lately published by the late Zerah Colburn. It contains 
usually about 40 quarto pages, a little smaller than those of 
the RaILRoap GazettE, 20 of which are filled with original 
articles on all subjects pertaining to engineering, profusely 
illustrated with the most admirable engravings. As an en- 
gineering journal it has probably no superior and scarcely anu 
equal in the world. It gives a great deal of attention to 
railroad engineering and rolling stock, and describes and 
illustrates the principal American engineering structures 
more fully and completely, we fear we must confess, than 
any American journal has hitherto done. 

We will supply Engineering and the RAILROAD GAZETTE 
together for one year for $13 in currency until there is some 
considerable change in the price ot gold. This is two dollars 
less than most Americans have heretofore paid for Engineering 
alone. 

Orders for Engineering and the RAILROAD GazETTE—either 
or both—should be directed to A. N. KELLoGG, RarLroap 
GAZETTE Office, Chicago Ill. 








—In the three weeks ending December 21, there were 
shipped east from Louisville, over the Louisville, New 
Albany & Chicago Railroad, about 3,500 bales of cot- 
ton. The receipts of hogs over the same road, to New 
Albany and Louisville, for the first twenty days of this 
month, were 7,950 at the former place, and 4,500 at the 
latter ; total, 12,450. There seems, however, to have 
been a falling off in the shipments of horses, mules, 


| sheep and cattle, at the points above-named, over this 
| road, which is attributable to the low prices of stock 


ruling in the South this season. The receipts for the 
month were three car-loads of horses, two of mules, 
four of sheep, and four of cattle. 








WANTS. 
AN ENGINEER, who has had nearly 


three years’ experience in the use of the instru- 
ments, in railroad location and construction, wants 





Portage, Winnebago & Su: 
perior Railroad. 


KELLOGG BRIDGE ¢ 


OF BUFFALOA, N. Y., 

























































































a situation as assistant, either in Railroad or Min- 
ine Engineering. Address ASSISTANT, Gazette 
ffice. 


W ANTED—A complete file of the 

RatLroap ApvyocaTE published in New York 
by Zerah Colburn about 15 years ago. A pur- 
chaser can be found by applying at this office per- 
sonally or by letter. 


QUBSCRIBERS to the Ramroap Ga- 
\zerre who have eet files from April 1 to 
Otober 1, 1870, may have this First Quarto Volume 
jag Sa a charge of $1.50, by sending them to 

8 office. 


\ in the United States and the Dominion of 
Canada wants every pea ae yf to use the 
Thomas Safety Baggage Check. It is in use on 











over sixty of the best managed roads in the coun- | 


try and has been during the past three years, and 
not one piece of baggage to which this check has 


been att&ched has been lost or miscarried. Every | 


railroad man upon whose road it is in use says: 

** We are fully aatisfied after a thorough trial and 
practwal use of the Thomas Safety Baggage Check 
tha’ both for local and through business it hae no 
equal. It is checper, more satisfactory and be 
adanted to the business tha » any other check in use.” 


All information in reference to the Thomas | 
Check will be given by addressing | 


NOTICE TO CONTRACTORS. 


Proposals will be received at the office of Capt. 
. W. Wetman, Chief Engineer, at Menasha, 
Wis., until 
Twelve o’clock Noon, on Wednesday, | 
March Ist, 1871, 
for the Grading, Masonry and Bridging on that 
ortion of the Portage, Winnebago & Superior 
Railroad lying between Doty Island and the Wis- 
consin River at Stevens’ Point, a distance of about 
sixty-four (64) miles. ; 
Proposals will be received for the work in each 





ANTED -Every Railway Traveler ; 


tter | 


Section (of about one (1) mile), or for the whole 
work; but parties making proposals for the whole 
will be required to specify the prices for work on 
each Section. 

Blank forms, setting forth the different items for 
| which proposals will be received, will be furnished 

on peach and Plans, Profiles and Specifica- 
tions can be seen on and after Monday, January 
23d, at the office of the Chief Engineer, and at 
the office of the undersigned, in Ogden Building, 
| corner Clark and Lake streets, ‘ hicago, Ill., on 
and after Monday, February 6th, 1871. 

Proposals, accompanied by Plans, are also in- 
vited for the Construction of the Railroad Bridge 
across Wolf River—to be either of Wood or Iron 
—~consisting of one span of one hundred and fifty 
| (150) feet, and one draw of sixty (6'') feet, clear 
space. The bridge to be first class in every par- 
ticular, and able to meet the requirements of a 
first-class road. 


Manufacturers of all kinds of 


Wrought Iron Truss Bridges, 


Iron Roofs and Viaducts. 





G2" Plans and prices sent on application. Ad- 
dress KELLOGG Brinee Co., Buffalo, N. Y. 


CHAS. KELLOGG, President. 
CHAS. F. WADSWORTH, Vice-Pres. 
C. C. HODGES, Sec’y and Treas. 
THOS. M. GRIFFITH, Sup’t, 


Bigelow & Johnston, 
48 PINE ST., NEW YORK, 


UMPANY, 


ENGLISH AND AMERICAN 


STEEL AND IRON RAILS 


— AND — 


RAILROAD SUPPLIES. 





om quotations given for Locomotives, 
Cars, Chairs, Spikes, Fish-Plates, Bolts, Nuts, 





RUFUS BLANCHARD, 


146 Lake S8t., Chicago, 


Has Issued aNHW STYLE of 


MAPS! 


Scrap Iron, Old Rails and Metals generally. 


TRIAL. 





W. P. Garrison, Box 6732, N. Y. 


Send THE NATION for two months (8 num 






























































Safety Begrage 
G. F. THOMAS, editor Appleton’s 
90, 92 and 94 Grand Street, New York. 


~ Lechiel Iron Co., 


way Guide, | 
| ed work 





Separate proposals will also be received for the 
whole of the Span Bridging on the above*describ- 


Right is reserved to reject all bids not deemed 
advantageous to the Company. 
PHILLIPS & COLBY, Contractors. 
Cuicaago, January 18, 1871. 





Manufacturers of RAILROAD IRON AND 
SPLICE BARS. 


W. T. HILDRUP, President. 
V. N. SHAFFER, Gen’! Superintendent. 


THE 


| 
| 
HARRISBURG, PA. | 
i 
| 
| 
} 


Commersial & Financial Chronicle, 


PUBLISHED WEEKLY 








SS 


IN NEW YORK, 


Standard Financial Newspaper of the 
Country. 





ESTABLISHED 1820. 


WM. J. YOUNG & SONS, 


ors to Wa. J. Youne & Co., Wau. J. YouNG 
& Son, Wm. J. Y 


thematical and -kugineering 





OUNG. 


Instrument Manufacturers, 


At their old Loea'ion, 
43 NORTH SEVENTH ST., 
Philadclphia, 
Have so increased their facilities 
as to believe they can in the future 


keep a full supply of Instruments 
on hand. 


Tapes, Chains, Stationery, Draughting Instru- 
ments and all supplies for field or office. 





IN FLEXIBLE CASES, 





4 





Which are both cheap and convenient. The follow 
ing States are now ready: Illinois, lowa, Missouri, 
Kansas, Nebraska, Minnesota, Wisconsin, Indians, 
Michigan and Ohio. Mailable on receipt of 25 
cents. They show the counties, towns and rail- 
roads aud are fine specimens of workmanship. 





WM. U. THWING, 
PATTERN 


—AND--— 


Model Maker I 


Calhoun Place, Rear of No. 120 Dear- 
born Street, Chicago, Third Floor. 








Employing none but the best workmen, and hav- 
ing superior facilities, 1 am prepared to do the best 
work (using the best materials) at low figures, and 
guarantee satisfaction. Patent Office Models a 
specialty. 





DO J70M CAG LA) 80s 0. o ccccsccnccsccesscncecescess 
Procured Op. .ccccacccecvccsccoveccssesce 


On receipt of fifty cents and this blank, filled out, 
the Nation will be sent to your address for two 


months (8 numbers), postage prepaid. 





“The Nation I esteem as one of the very best, 
highest-toned moral newspapers in the country. 
--From a Sermon by Rev. Henry Ward Beecher. 


**T regard the Nation as the best journal in Amer- 
ica, and not only so, but better, on the whole, than 
any in England.”—Prof. Goldwin Smith. 


“Ty have never taken a weekly newspaper which 
in all its departments is so satisfactory as the 
Nation.°—Hon J. D. Cox, (Secretary of the In 
terior.) 


Terms $5 per annum, Clergymen $4. 
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SAMUEL HUSTON, Pres't. WM. BUTCHER, Gen. Sup't. H. P. RUTTER, Sec’y and Treas. 


THE WILLIAM BUTCHER STEEL WORKS, 


OF PHILADELPHIA, PA. 


Offices :—407 Walnut St., Phila.; 59 John St., New York; 
{8 Custom House St., Boston. 


CRUCIBLE CAST STEEL TYRES, 


AXLES, FIRE BOX and BOILER PLATE, REVERSIBLE FROGS, 
CROSSINGS, SPRING STEEL, 
SprcraL Too. STEEL, SHAFTS, AND ALL KINDS OF STEEL ForGINGS. 


WM. TOOTHE, General Sales Agent. 


UNION TRUST 6O,,)T0 ADVERTISERS. 


OF NEW YORK. 


No. 73 Broadway, cor. Rector St, 
Capital, - - 1,000,000. 


[All paid in and securely invested.] 


INTEREST ALLOWED ON DEPOSITS, which 
maay be drawn at any time. 

This Company is by law and by the order of the 
Supreme Court made a legal depository of money. 
It will act as Receiver in cases of litigation, take 
charge of, and mage the safe keeping of all 
kinds of Securities, and collect coupons and 
interest thereon. 

It ie authorized by law to accept and execute all 
Trusts of every description, in reference to both 
real and personal property committed to them by 
any person or corporation, or transferred to them 
by order of any of the Courts of Record, or by any 
Surrogate. 

It is especially authorized to act as Register and 
Transfer agent and as Trustee for the purpose of 
issuing, registering or countersigning the certifii- 
cates of stock, bonds or other evidences of debt of 
any corporation, association, municipality, State 
or public authority, and will pay coupons and divi- 
dends on such terms as may be agreed upon. 

In giving special prominence to this department 

its business, attention is particularly called to 
the paramount advantages of employing this com- 
pany in the capacity of AGENT, TRUSTEE, RECEIVER 
or TREASURER, in preference to the appointment of 
INDIVIDUALS. A guarantee capital of ONE MILIAON 
DOLLARS specially invested by requirement of its 
charter, and a perpetual succession; a central and 
age place of business, where business can 

e transacted daily, without disappointment or 
delay: its operations directed and controlled by a 
responsible Board of Trustees; and its entire man- 
agement also under the vupervision of the Supreme 
Court and the Ceinptro.fer of the State. 

Permanency, Constant and Responsible Super- 
vision, Guaranteed Security and Business Conven- 
fence and Facilities, may therefore be strongly 
urged IN ITS FAVOR on the one hand, inst the 
Uncertainty of Life, the Fluctuations of Business, 
Individual Responsibility and General Inconven- 
ience on the other. 


ISAAC H, FROTHINGHAM, President. 


AUGUSTUS SCHELL, } y, 
HENRY EK. BOGERT, { Vice-Presidents. 


TRUSTEES. 


A. A. LOW, JOHN V. L. PRUYN, 
HORACE F.CLARK, BENJ.H. HUTTON, 
DAVID HOADLEY, JAS. M. McLAIN, 
EDWARD B. WESLEY, W. WHITEWRIGHT, Jr. 


P. O. Box 3066 New York. 











THE BEST MEDIUMS 


OF GENERAL 


Western Circulation ! 


LLOGG'S ‘LIST, 


CONTAINING 





K 








270 Country Papers. 





Terme of Advertising, 


$2.50 per Line. 


WITH A LIBERAL 





Discount to Heavy Advertisers, 


THIS 18 BY FAR 


GEO. G. WILLIAMS, * HENRY STOKES, 
Guo,"soanmien, SAMUEL WiELES 
PETER B. SWEENEY, CORNELIUS D.woop,| The Cheapest Advertising 


JAS. M. WATERBURY, 8S B. CHITTENDEN, 
FREEMAN CLARK, DANIELC. HOWELL, 
AMASA J. PARKER, GEORGE W. CUYLER, 
HENRY A. KENT, JAMES FORSYTH, 
WILLIAM F. RUSSELL, R. J. D N, 

8. T. FAIRCHILD. 


CHARLES T. CARLTON, Secretary. 


EVER OFFERED. 








ANDREW CARNEGIE, { Tos. M.CARNEGIE, 
PRESIDENT. VICE-PRESIDENT. 
ANDREW K1LomAN, GEN. SupP’t. 


THE UNION TRON MILLS, 


Of PITTSBURGH, Pa. 


Parties desiring extensive Advertising in the 
West and Northwest, are invited to avail themselves 
of the unusual facilities of the undersigned for ir. 
serting advertisements in TWO HUNDRED AND 
SEVENTY 


LEADING COUNTY PAPERS, 


For farther particulars, call upon or address the 
proprietor of this paper, 


A.N. KELLOGG, 
99 & 101 Washington St., 


CHICACO, ILL. 
SNOW’S PATHFINDER 


RAILWAY GUIDE 


CONTAINS THE TIME-TABLES 


Of all New mpaet Roads. Published under 
authority of the R. R. Superintendents. 





Sole Manufacturers, under our own Patents, of 


IMPROVED “I” BEAMS, 
CHANNEL BARS, 
Best Quality of 


LOCOMOTIVE & CAR AXLES, 


(“ KLOMAN ” Brand.) 
‘“*Tinville & Piper’s Patent ’’ 


Round and Octagonal HOLLOW 
WROUGHT IRON POSTS, 


—AXD— 


“Upset” BRIDGE LINKS 


GENERAL WESTERN OFFICE: 


No. 13 Fullerton Block, Dearborn-St., 
CHICAGO, ILLINOIS. 


THE UNION IRON MILLS manufacture al) 
sizes of Pipe Iron, Merchant Bar, Fi , Ham 
mered and Rolled Locomotive and Car les, from 
the very bestiron. Splice Bars (or Fish Plates,) to 
suit all Patterns of Rails. Bridge Iron and Bolts, 

Iron, &c. 











MONTHLY, WITH WEEKLY SUPPLEMENT. 


$2.60 per annum. 10 cts. single copy. 
GEO. K. SNOW & BRADLEE, Publishers 
NO. 5 LINDALL STREET, BOSTON. 


“I” Beams, Girder Iron, Channel 
WALTER KATTE, Western Agent. 





Baldwin Locomotive Works. 








BAIRD & CO. Philadelphia. 


MANUFACTURERS OF 


Locomotive Engines, 


Especially Adapted to Every Variety of Railroad Service, including 
Mining Engines and Locomotives for Narrow Gauge Railways. 


Mi. 





All work Accurately Fitted to Gauges, and Thoroughly Interchangeable. 


Plan, Materials, Workmanship, Finish and Efficiency, Fully Guaranteed 


M. BAIRD. CHAS. T. PARRY. WM. P. HENSZEY. 
GEO. BURNHAM. EDW’D H. WILLIAMS. EDW’D LONGSTRETH. 














WELLS, FRENCH & CO., 
Bridge Builders and Contractors. 


General Western Agents for the KELLOGG BRIDGE CO., Buffalo, N. Y., 
Under the direction of Cuas, Kz1i1ioce, President. 


We are prepared to furnish Railroad and Highway Bridges of the Howe Truss 
System; Iron Railroad and Highway Bridges 
of the Pratt Truss System. 


IRON ROOFS, TURN-TABLES & DRAW-BRIDGES. 


Ge” Plans, specifications and estimate of cost, furnished on application at our office. PATENT 


JRON CLAMPS AND KEYS; BOLTS AND DIMENSION TIMBER furnished to order. 


WELLS, FRENCH & CO., 92 Dearborn St., Chicago. 


J. M. BRADSTREET & SON'S 
Mercantile Agency. 


‘ESTABLISHED 1849. 


THE NEW VOLUME OF REPORTS 18 NOW ISSUED! 


AND WILL BEAR THE CLOSEST SCRUTINY BOTH AS TO ITS 








Completeness and Accuracy. 





Parties desiring to make an Examination, can call at the 


Office, cor. Dearborn and Lake Sts., 


OR WILL BE WAITED UPON BY A CANVASSER, BY SENDING THEIR ADDRESS. 


J.M. BRADSTREET & SON. 
J.M. BREESE, Sup’t. 


THE UNION PATENT STOP WASHER, 


Manufactured at Coatesville, Chester Co., Pa., on the 
line of the Pennsylvania Central R. R., has now stood 
the test of practical use on the above road, the Phila- 
~_, Wilmington & Baltimore and Philadelphia & 

ading Railroads, for the past two years, and proved 
itself to be what is claimed for it—a perfect security 
— the unscrewing or receding of nuts. 
plicity, efficiency and cheapness over any other appli- 
ance for the purpose should recommend it to the 
attention of all persons having charge of Railroad 
tracks, cars and machinery. 

It is cially adapted to, and extensively used by 
leading Railroads of the country for the purpose of se- 
curing nuts on railway joints. 

The accempanying cuts show the application of the 
Washer. For further information, app y to 


A. GIBBONS, Coatesville, Pa. 


CRERAR, ADAMS & C0., 


Railroad Supplies ! 


CONTRACTORS’ MATERIAL. 
ll and 13 Wells Street, 


CHICAGO, ILL. 














































rers of IMPROVED HEAD-LIGHTS for Locomotives, 





Casings, Desks Mouldings, Cy¥oder Honda. aaa Car Tiemann 
= me Mouldings, Cy r and Car mmings. 0 
Every Description. 








400 


THE RAILROAD GAZETTE. 


[ Jan. 21, 1871, 








ALBERT C. MoNAIRY, President. HENRY M. CLAFLEN, Vice-Pres’t & Treas. 


CLEVELAND 


Bridge & Car Works, 
THE MeNAIRY & CLAFLEN MANUF'G CO., Proprietor, 


Railway and Highway Bridges, 


Roofs, Turn Tables, Transfer Tables, 


OF IRON AND WoOoOoD, 


RAILROAD PASSENGER & FREIGHT CARS, 


STREET RAILROAD CARS. 





Post’s Patent Iron and Combination Bridges, Howe Truss Bridges with 
‘Patent Iron Clamp, Street Railroad Cars with Higley’s 
Patent Running Gear and Brake. 


OFFICES: Waring Block, cor. Bank and St. Clair Sts. | WORKS: On Wason, Hamilton and Lake Sts,, 
CLEVELAND. OHIO. 


HARVEY T. CLAFLEN, Sup’t. JOHN COON, Sec’y. SIMEON SHELDON, Engineer. 





The Lightest Running, 


EASIEST RIDINC, 


-— AND — 


Most Economical 


TREET CAR 


IN USE. 


a 
HIGLEWS PATENT 


Street Car Running Gear 


-— <a 


BRAKE, 


Made and Sold by 


The MeNairy & Claflen Manuf’g Co., 


GRANT 
Locomotive Works! 








PATERSON, N. Jd. 














New York Office, - - 48 Wall Street, 


a 


Dealers in . 


Rh. R. Cross-Ties, Telegraph Poles, 





FENCE POSTS, BRIDGE TIMBER, 
Piles, Hard-wood Plank, &c., &c., 


To which the Attention of Railroad Contractors and Purchasing | 
Agents is respectfully called. 
REFER 10 :—Jas. M. Walker, Chicago, Pres’t L. L. & G. R. R.; Jas. E. & Wm. Young, Chicago, | 
Railroad Builders; H. J. Higgins, Purchasing Agent C. B. & Q. R. R.; and Railroad Officers and Pur- 
chasing Agents generally. « 


MARSH & GOODRIDGE, | 
256 South Water St., Chicago. | 


L. B. Boommnr, Pres. H. A. Rust, Vice Pres. W. E. Gi_MAN, Secretary, 


American Bridge Company, 


Manufacturers and Builders of 


BRIDGES, ROOF'SsS, 
Turning Tables, Pivot Bridges, Wrought Iron 
Columns, Heavy Castings, and General 
Iron and Foundry Work. 


For Railway and Road Bridges, this Company employs the fol- 
lowing well-established systems, viz: For Bridge Superstructures.—Post’s Patent Diagonal 
Iron Truss; Plate and Trussed Girders; Post’s Patent Diagonal Combination Truss; Howe’s Truss and 
any other desired systems. For Bridge Substructures.— Pneumatic, Screw Piles and Masonry. 


2” Descriptive Lithographs furnished upon application. Plans, Specifications and Estimates 
together with Proposals, will be made and submitted, when desired. 


WORKS, OFFICE, 
Cor, Egan and Stewart Avenues. | Rooms 1,2 & 3, 157 LaSalle St. 


Addrees THE AMERICAN BRIDGE Co., 


No. 157 LaSalle St., Andrews’ Bldg., Chicago. 
L. C. BoyrneTton, Gen. Agent. M. Lassie, Gen. Supt. 


WENDELL’S PATENT 


Self-Oiling Journal Bearing, 























Wt 
HHA hii 
Hitt {I Hill HUY " 
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2 


MACHINERY, 


As the perfect lubrication of the journals of railroad cars is a matter of great importance in the 
running expenses, as well «s saving of time lost by heated journ:ls, the SELF-OILING JOURNAL 
BEARING is offered : s the most simple and effective me :ns of meeting this want. The bearing is made 

in the usual shape, and requires no alteration of 

the box, and is so constructed that while the whole 
strength and wearing metal is preserved, a chamber 
is formed within tor containing the oil, which is ap- 
plied to the journal by wicks passing through tubes 
cast in the bearing, as seen in cuts 1 and 2, also by 
pads composed of asbestus, black lead and paper pulp 
or other slightly porous material, fitted into recesses 
formed in the face of the bearing, extending nearly 
through to the oil chamber, with smaller openings 
into the same. Through these pads the oil filters 

3 slowly, and always presents an oiled surface to the 
= top of the journal, when and where it is most needed, 
and where in the ordinary bearing it receives the 

least. See cuts 2 and 3. 


Journal Bearing Company, 
Office, 59 John St., New York. 





1 


FOR RAILROAD CARS, LOCOMOTIVES AND 


3. tig 
The Wendell Patent 
P, 0. Box 5118. 


JNO. L, GILL, Jr. D. W. C. BIDWELL. 


CAR WHEEL WORKS. 
Gill & Bidwell, 


— MANUFACTURERS OF — 


CHILLED WHEELS, 


For Locomotives, Passenger, Freight and Coal Cars. 


Office, 143 Water Street, PITTSBURGH, PA. 


Cor. CHERRY ALLEY. } 
JOHN L. GILL, Jr., late Manufacturer, at Columbus V., of the CELEBRATED GILL WHEEL. 


NELSON TOOL WORKS. 


Trade Mark t { Trade Mark, IM 
>> H. NELSON, H. NELSON. # 

















—— MANUFACTURERS OF —— 
Shackel Bars, 

Block Stone Sledges, 
Mauls, 


= } Mining & Paving Tools, Smiths’ Hand Hammers, 
j / H. Nelson’s Solid Eyed Pick, Coopers’ Hammers. ‘ 
3 | Kip Hammers, Masons’ Stone Axes, 

Stone Breakers, Sledges, File Cutters’ Hammers 

Masons’ Peen & Scabbling Hammers, Blacksmiths’ Sledges, Striking Hammers, 

Hand or Mash Hammers, Fullers, all sizes, Masons’ Brick Hammers, 
=4|| Chipping Hammers, Swedges, all sizes, Horse Shoers’ Tools, \ 
=e } Flaggers’ Hammers, Mill Picks, Crow Bars, Rail Tongues. 

a (= HAMMERS of all kinds made to order, on receipt of Pattern or Drawing. 


(= Special attention paid to Railroad Work. ge Send for Illustrated Catalogue 


PITTSBURGH CAST STEEL SPRING WORKS. 


A. French «& Co., 


Manufacturers of Extra Tempered, Light Elliptic 


CAST STEEL SPRINGS, 


FOR RAILROAD CARS AND LOCOMOTIVES, 


FROM BEST CAST STEEL. 








OFFICE AND WORKS:—Cor. Liberty and 21st Sts., PITTSBURGH, PA. 


CHICAGO BRANCH, 88 Michigan Ave. 
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WARMING AND VENTILATING 
Railroad Cars 
BY HOT WATER. 


He SSS 





BAKER’S PATENT CAR WARMER.—One way of Applying it. 


A very simple, safe and efficient plan for 


Warming Railway Carriages ! 


— BY — 


HOT WATER PIPES, 


Which BRadiates the Heat Directly at the Feet of Each Passenger without the 
Necessity of Going to the Stove to Get Warmed! 


(a All the finest Drawing-Room and Sleeping Cars in the United States have it, or are adopting it. 
Full descriptive Pamphlets furnished on application. 


Baker, Smith c& Co., 
Cor. Greene and Houston Sts., N. Y., and 127 Dearborn St., Chicago. 


THE LEBANON MANUFACTURING COMPANY, 


LEBANON, PENNSYLVANIA, 


IS PREPARED TO BUILD AT SHORT NOTICE, 


HOUSE, GONDOLA, COAL, ORE, 


AND ALL OTHER KINDS OF 


CARH S! 
Also, IRON and Every Description of CAR CASTINGS Made to Order. 


J.M GETTEL, Superintendent. 








DR. C. D. GLONINGER, President. 


HUSSEY, WELLS & CO., 


MANUFACTURERS OF ALL DESCRIPTIONS OF 


CAST STEEL. 


BEST REFINED STEEL FOR EDCE TOOLS. 


Particular attention paid to the Manufacture of 


Steel for Railroad Supplies. 


HOMOGENEOUS PILATES, 


For Locomotive Boilers and Fire Boxes. 


Smoke Stack Steel, Cast Steel Forgings, 


FOR CRANK PINS, CAR AXLES, &C. 











Also, Manufacturers of the Celebrated Brand, 


“HUSSEY, WELLS & CO. CAST SPRING STEEL.” 


te” For Elliptic Springs for Ratiway Cars and Locomotives. 24 





Pittsburgh, Pa. 


Office and Works, 


BRANCH WAREHOUSES: 


88 MICHIGAN AVENUE, CHICAGO. 


NEW YORK. 


139 and 141 Federal St., BOSTON. | 30 Gold St.. - <= = 












FERRIS & Mites, 


Steam Hammers & Machine Tools 


24th and Wood Streets, PHILADELPHIA. 


Tue Steam HAMMER AS IT SHOULD BE! 


Simple in Construction—Powerfual in 
ction—Convenient in Handling 
—Mederate in Price! 


These Hainwers have our Patent Skew 
Ram, which secures the most extensive die 
surface, and our ery valve gear; by 
which is accomplished, with the most 

rfect adjustment, either the heavy dead 

low for drawing down work, or the light, 
quick blow for finishing, AND THIS WITH ON- 
LY TWO MOVING PIECES—NOTHING TO GET 
OUT OF ORDER. 

All sizes, from 100 hs. upwards, with sin- \ - 
gie or double frames. = 


ENCINE LATHES, ay ies AR et is 

Extra Strong and Heavy, capable of doing 4 aes ay thine 

ae the heaviest and most eotueate work. , io Gi eae " Adit —oe 

ATENT SCREW-CUTTING LATHES, which will do either general turning 
or screw cutting, without change of gear-wheels. 








4 


Also, our P. 








4. A. LINVILLE, PRESIDENT. 4. L. PIPER, GEN. MANAGER, 4. @. SULPFLEW SUPT & TREAR 


OF 
ffice and Works, 9th Ward, Pittsburgh, Pa. Philadelphia lle, 426 Walnat Street. 
GENERAL WESTERN OFFICE :—13 Fuilerton Block, 91 Dearborn St, 

CHICAGO, ILL. 

2 This Company poseese unrivaled facilities for manufacturing and erecting every description of 
fron and Wooden Rallway and Road Bridges, Roofs, Turn-Tables and Build- 
ings, ** Linville and Piper” Patent tron Bridges, Self-Sustaining Pivot Bridges, 
s si Brid and Ornamental Park Bridges. Contractors for Wooden or Lron 


Bridges of any pattern, as per plans and specifications. Circulars sent on application. 
WALTER KATTE, ENGINEER. A. D, CHERRY. SECRETARY. 


‘ The Keystone Bridge Company 


PITTSBURGH, PENN 








MANSFIELD ELASTIC FROG COMPANY 











OF CHICAGO. 
AMOS T, HALL, President, ! J. H. DOW, Superintendent 


Are now prepared to receive and promptly execute orders for RAILROAD FROGS and CROSSINGS 
warranted to prove satisfactory to purchascre 

For DURABILITY, SAFETY and ELASTICITY—heing a combination of Steel. Boiler Plate and 
Wood—they are UNEQUALED. as Certificates of Prominent Railroad Officials vill testify. 


The SAVING TO ROLLING STOCK AND MOTIVE POWER is at least equal to double the cost o 
the FRUG. (Letters should be r.ddressed to 


CRERAR, ADAMS & CO., Gen’l Agents, 
1s Wells Street. CHICAGO. 


The New Jersey Steel and Iron Co., 


TRENTON, N.J., and 17 BURLING SLIP, NEW YORK, 


WOULD CALL SPECIAL ATTENTION TO THEIR 


MARTIN SsTEEI1L:! 


Acknowledged by all who have used it to be the best materia] now made for 
Firebox Plates, Locomotive Crank Pins, Piston Rods, Axies, 
And all the finer machine purposes, such as 


Cotton Machinery. Lathe Screws, 
Work, &c., &c. 


The —— features of this Steel are its KEMARKABLE TOUGHNESS, its softness and entire 
freedom from hard spots, which obviate the necessity of annealing before tnrning. 

The process by which this Steel is made differs entirely from any other in use, enabling it to be sold 
at lower prices than any other good steel, while it possesses properties hitherto unknown, and of the 
greatest importance for many uses. 


Geo. C. Clarke & Co.., 


FIRE, INLAND AND OCEAN MARINE 


INSURANCE AGENCY. 


15 Chamber of Commerce, Chicago. 





No. 








Rollers for Sewing Mavhine 








New England M. M. Insurance Co., of Bostou, 


ASSETS 81,197,000. 


Independent Insurance Company, - of Boston, 


ASSETS 8680,000. 


Worth American Fire Ins. Co., of New York, 


ASSETS 8800,000. 


Excelsior Fire Insurance Co.,- - of New York, 


ASSETS $340,000. 


Fulton Fire Insurance Companv, of New York, 


ASSETS 8400,000. 


Home Insurance Company, - of Columbus, 0. 





ASSETS $515,000. 
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GENERAL FREIGHT DEPARTMENT. 


The Illinois Gentral Railroad 


ARE PREPARED TO TAKE FREIGHT FOR 


Cairo, St. Louis, Peoria, 
BLOOMINGTON, SPRINGFIELD, JACKSON VILLE, 


And All Points in the Central and Southern parts of the State; 


MOBILE & NEW ORLEANS BY RAIL OR RIVER 


And ALL POINTS on the MISSISSIPPI below CAIRO. Also, to 
Freeport, Galena and Dubuque. 





(# Freight Forwarded with Promptness and Despatch, and 
Rates at all times as LOW as by any other Route. 
BY THE COMPLETION OF THE BRIDGE AT DUNLEITH, 


Tury ARE ENABLED TO TAKE FREIGHT To au. Ponts West or DUBUQUE 
tw” WITHOUT CHANGE OF CARS! _g@) 


DELIVER FREIGHT IN CHICAGO ONLY at the FREIGHT DEPOT of the Com- 
pany, foot of South Water St. Parties ordering Goods from the East should have the packages marked: 


“Via Illinois Central Railroad.” 


For THROUGH BILLS OF LADING, and further information, 
apply to the Loca Freieut AGENT at Chicago, or to the undersigned, 


M. HUGHITT, Gen. Supt. J. F. TUCKER, Gen. Freight Agt. 
MOORE 


Steel Elastic Car Wheel Co. 


OF NEW JERSEY. 
Proprietors of 


MOORE’S PATENT 


FOR THE MANUFACTURE OF 


ELASTIC CAR WHEELS, 


FOR PASSENGER AND SLEEPING COACHES, 


Noiseless, Safe, Durable and Economical. 








Aleo, Manufacturers of 


CAR WHEELS OF EVERY DESCRIPTION. 


H. W. MOORE, President. 
JAS. K. FROTHINGHAM, Secretary. 
F. W. BLOODGOOD, Treasurer. 


Works, cor. Green and Wayne Sts., JERSEY CITY, N. J. 
P. O. Address— Box 129, Jersey City, N. J. 


American Compound Telegraph Wire. 


More than 3000 Miles now in Operation, 


Demonstrating beyond question 1ts superior working capacity, and great ability to withstand the 
elements. For Ratroap Lings, connecting a single wire with a large number of Stations, and for lon 
circuits, this wire is peculiarly adapted; the large conducting yd secured by the copper, wit 
other advantages, rendering such lines fully serviceable during the heaviest rains. 

Having a core of steel, a smali number of poles only are required, as compared with iron wire con- 
struction, thereby Brevent much loss of the current from escape and very materially reducing cost 
of maintenance. OFFICE AMERICAN COMPOUND TELEGRAPH WIRE CO. 


234 West 29th Street, New York. 
BLISS, TILLOTSON & CO., Western Aqua, 
247 South Water Street, Chicago. 


Charles J. Pusey, 


78 &80 BROADWAY, NEW YORK. 


American and English Rails, 
LOCOMOTIVES AND CARS FISH-PLATES, SPIKES, &c. 


— SOLE AGENT FOR— | 


Atkins Brothers’ Pottsville Rolling Mills, and G. 


Buchanan & Co., of London. 


2 Special attentien given to filling orders for small T and STREET RAILS, of every 
eight and patiern, P. O, Address—Box 5222. 


OLD RAILS BOUGHT OR RE-ROLLED, AS DESIRED. 




















J. E, FRENCH. 


W. 8. DODGE. D. W. CROSS. 


Winslow Car Roofing Company. 
PATENT IRON CAR ROOES. 


‘Established, 1859. 
No. 211 Superior St. CLEVELAND, O. 


Over 20,000 Cars covered with this Roof! We claim that these 
Roofs will keep Cars dry, and will last as long as the 
Cars they cover without any extra expense 
after once put on. 


(@” SEND For Crecutars. 








TAYLOR BROTHERS & CO. 


CAST STEEL LOCOMOTIVE TYRES, 
Best Yorkshire Bar Iron 


—— AND -— 


BOILER PLATES. 


This Iron is uneqnaled for strength and durability, souna 
ness and uniformity. It is capable of receiving the highest 
finish, which renders it peculiarly adapted to the manufacture 
of Locomotive and Gun Parts, Cotton and other Machinery 
Chain Bolts, &c. 





Sole!:Agency for the United States and Canadas, 


The Chicago Spring Works. 


McGREGOR,FATKINSON & CO., Proprietors. 








OFFICE : No, 128 Lake Street, Chicago, 


MANUFACTURERS OF 


EXTRA TEMPERED LIGHT ELLIPTIC CAST STEEL SPRINGS AND THE “ DANIELS” PAT. CARISPRING. 


Union Gar Spring 


Sole Proprietors of the 








Wool-Packed Spiral. Hebbard. 


HEBBARD CAR SPRING! 
Offices: No, 4 Dey St., New York, and 19 Wells St., Chicago, 


FACTORIES : JERSEY CITY, N. J., and SPRINGFIELD, MASS. 


Vose, Dinsmore & Co., 
NATIONAL SPRING WORKS, 


MANUFACTURERS OF 


VOLUTE BUFFER, INDIA RUBBER, RUBBER CENTER 
SPIRAL, COMPOUND SPIRAL, “ DINSMORE,” 


AND OTHER 


RAILWAY CAR SPRINGS. 


Volute Buffer Spring. one Rubber Conter Spiral Spring. 
No. 1 Barclay St., NEW YORK. | No. 15 La Salle St., CHICAGO 


WORKS ON 129th AND 130th STREETS, NEW YORE. 














“Dinsmore” Spring. 








GEO. WESTINGHOUSE, Jr., Pres. ROBERT PITCAIRN, Treas. RALPH BAGALEY, Secretary 


Westinghouse Air Brake Company, 


OF PITTSBURGH. Incorporated by the State of Pennsylvania, 1869, 
MANUFACTURERS OF 


THE WESTINGHOUSE AIR BRAKE! 


A simple, cheap and effective invention, whereby the entire control of a train of cars is placed in 
the hands of the Engineer. It is in daily use on a number of the leading Railroads, and is recommend- 
ed by the most prominent railroad mechanics in the country as an actual necessity. 


A Trial Train furnished to any Railroad Company, to be paid for only when found 
satisfactory. Full information furnished on application. 
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Great Central Route. 





“BLUE LINE.” 


ORGANIZED JANUARY 1, 1867. - 





OWNED AND OPERATED BY THE 
Michigan Central, Illinois Central, Chicago, Bur- 
lington & Quincy, Chicago & Alton, Great 
Western (of Canada), New York Central 
Hudson River, Boston & Albany, and Provit- 
dence and Worcester Railroads. 


Tae ** BLUE LINE °®? is the only route that offers to shippers of freight the advantages of an 
unbroken gauge through from Chicago to the Seaboard, and to all Interior Points on the line of Eastern 
Connections beyond Suspension Bridge and Buffalo. All Through Freight is then transported between 
the most distant points of the roads in interest, 


WITHOUT CHANGE OF CARS! 


The immense freight equipment of all the roads in interest is employed, as occasion requires, for the 
through service of this Line, and has of late been largely increased. This Line is now prepared to extend 
facilities for the transit and delivery of all kinds of freight in Quicker Time and in Better Order than 
ever before. 


The Blue Tine Cars 


are all of asolid, uniform build, thus largely lessening the chances of delay from the use of cars of a 
mixed construction, and the consequent difficulty of repairs, while remote from their own roads. The 
Blue Line is operated by the railroad companies who own it, without the intervention of intermediate 
parties between the Roads or Line and the public. 

Trains run through with regularity IN FOUR OR FIVE DAYS to and from New York and 
Boston. Especial care given to the Safe and Quick Transport of Property Liable to Breakage or Injury, 
and to all Perishable Freight, 

Claims for overcharges, loss or damage, ? ae settled upon their merits. 
all nes: v4 be marked and consigned via 


“BLUE LINE.” 


= FREIGHT CONTRACTS given at the offices of the company in Chicago, New Yorl 


and Boston. 
J.D. HAYES, Gen. MANAGER... Detroit. 
C. E. NoBug,..... 


P. KJRaAnDALL}69 Washington St., Boston, 
Gro. E. JARVIS,.... t s49 Broadway, N.Y. | w Ww. Srreet,.....91 Lake St., Chicago. 
N. DD. Be MO ys 33 isices se Quincy, Ti. | J. OGM 4.0 00 cis ceccbetcseh Cairo, fil 


THOS, HOOPS, Gen. Fr’t Act. Michigan Cer Central Railroad, Chicago. 
A. WALLINGFORD, Acr. R. R., No. 91 Lake St., Chicago. 
N. A. SKINNER, Freight Agent Michigan Central Railroad 


E:mpire Line. 


‘THE EMPIRE TRANSPORTATION COMPANY’S: 


Fast Freight Line to the East 


——AND—— 


TO THE COAL AND OIL REGIONS, 
Via Michigan Southern, Lake Shore, and Philadelphia & Erie R. R.’s, 


VWViIiTeEouvuwnTr TRANSFER! 
Office, No. 72 LaSalle Street, Chicago, 


GEO. W. RISTINE, Western Superintendent, Cleveland, Ohio. 
Ww. G. Van Demark, ..265 Broadway, New York. | E.f{L.. O’ Donnell,........+.sseeseseeee Baltimore, Md. 
G. B. McCulloh,....42 South 5th St., Philadelohia. | Wim. F. Simithy........--scccccccceeesees Erie, Penp 
JOHN WHITTAKER, Pier 14 North River, New York. 


JOSEPH STOCKTON, Agent, Chicago. 


W. T. HANCOCK, Contracting Agent. 
WM. F. GRIFFITTS, Jr., Gen. Freight Agent, Philadelphia. 


OMNIBUSES 


Be particular and direct 



























EVERY STYLE! 





sae Orders Promptly Filled.-%o 





HGAGO, ROCK ISLAND PACLDT 


RAILROAD. 


& THE DIRECT ROUTE FOR .a 





(JOLIET, MORRIS, OTTAWA, LASALLE, PERU, HENRY, PEORIA, 


Lacon, Geneseo, Moline, 


ROCK ISLAND, DAVENPORT, 


Muscatine, Washington, Iowa City, 
GRINNELL, NEWTON, DES MOINES, 


COUNCIL BLUFFS & OMAHA! 


CONNECTING WITH TRAINS ON THE UNION PACIFIC RAILROAD, FOR 
Cheyenne, Denver, Central City, Ogden, Salt Lake, 
White Pine, Helena, Sacramento, San Francisco, 


And Points in yk and lower California ; and with Ocean Steamers at San tio for all Points in 
a, Japan, Sandwich Islands, Oregon and Alaska. 


(@ TRAINS LEAVE their Splendid new Depot, on VanBuren Street, Chicago, as follows : 


PACIFIC EXPRESS, (Sunday excepted)... ............0.. 10.00 a. m. 4.15 p.m 
PERU ACCOMMODATION, (Sundays excepted).......... 4.30 p.m. 9.45 a.m. 
PACIFIC EXPRESS, (Saturdays excepted,)............... 10.00 p, m. [Mon. ex. 7,00 a. m. 





ELEGANT PALACE SLEEPING COACHES! 


Run Through to Peoria and Council Bluffs, Without Change. 


227 Connections at LA SALLE, with Illinois Central Railroad, North and South ; at PEORIA, with 
Peoria, Pekin & Jacksonville Railroad, for Pekin, Virginia, &c.; at PORT BYRON JUNCTION, for 
————.. LeClaire, and Port Byron; at ROCK ISLAND, with Packets North and South on the Mise- 
ssippi River. 


GG For Through Tickets, and all desired information in regard to Rates, Routes, etc., call 
at the Company’s Offices, No. 37 South Clark Street, Chicago, or 257 Broadway, New York. 


A. M. SMITH, Gen, Pass. Agent. HUGH RIDDLE, Gen, Supt, PA. HALL, Asst, Gen, Supt, 


KANSAS PACIFIC RAILWAY. 


Great Smoky FHi1ill Route 
THROUGH KANSAS TO DENVER, COLORADO, 


Connecting with the DENVER PACIFIC R. R. for CHEYENNE ; forming, in pepresins with the 
UNION and CENTRAL PACIFIC R. R.’s, a NEW ALL-RALL ROUTE 


Colorado, Wyoming, Utah, Montana, 
NEVADA, CALIFORNIA, 


AND THE PACIFIC COAST. 
THE ONLY ROUTE RUNNING.PULLMAN DRAWING-ROOM & SLEEPING CARS THROUGH TO DENVER. 


(= No Omnibus or Ferry Transfer! 4 











Direct Connections made in UNION DEPOTS at Kansas City [State Line.] with the Hanni- 
St. Joseph, North Missouri and Missouri Pacific Railroads. 
(2 Daily Trains leave Kansas City, State Line and Leavenworth, for Lawrence, Topeka, Emporia, 
Humboldt, New Chicago, Chetopa, Junction City, Abilene, Salina, Brookville, ORINNE” Hays, KIT 
CARSON, DENVER, GREELEY, CHEYENNE, OGDEN, SALT LAKE CITY, "‘CORINNE 


Sacramento c& San Francisco. 
Connect at Kit Carson with Southern Overland Passenger and Mail Coaches for PUEBLO, 
TRINIDAD, SANTA FE, and all principal points in 
Old and New Mexico and Arizona. 


Connect at DENVER with the Colorado Central Railroad and Fast Concord Coaches, for 
Golden City, Black Hawk, Central City, Idaho City, Georgetown and Fair Play. 


bal 





Passenger and Freight Rates as low and conveniences as ample as by any Route. 
Ask for Tickets via KANSAS PACIFIC RAILWAY, which can be obtained at all 


principal ticket offices in the United States. ‘ 
R. B. GEMMELL, Gen. Ticket Agt. TF. OAKES, Gen. Freight Agt, A. ANDERSON, Gen, Sup’t. 
Lawrence, Kan, 


Lawrence, Kansas. Kansas City, Mo. 


FARMS AND HOMES IN KANSAS. 


Five Million Acres of Choice Farming Lands, situated along the line of this Great 
National Route, at from one to six fg racre. For full ores apply to 


arialaanen caso Land Commissioner, Lawrence, Kan, 
For information, Contracts, and Bills of Lading, apply at their office, 64 Clark Street, CLicago. 


Are Authorized Freight Agents. 
a. HH. RAPP, AGT. 


Western Union Railroad. 


CHICAGO & NORTHWESTERN DEPOT, nLwAcees & CHICAGO DEPOT, 
CH AGO, MILWAUKEE, 


THE DIRECT ROUTE! 
CHICAGO, RACINE & MILWAUKEE, 


ZO -—— 
Beloit, Savanna, Clinton, Pt. Byron, Davenport, Mineral Point, 
Madison, Freeport, Fulton, Lyons, Rock Island, Sabula, 
Galena, Dubuque, Des Moines, Council Bluffs, 


OMAHA, SAN FRANCISCO 


AND ALL PRINCIPAL POINTS IN 


Southern and Central Wisconsin, Northern Illinois, and Central and Northern Lowa. 
FRED. WILD, D. A. OLIN 


Gen. Ticket Agent. Gen, Su 
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THE FAVORITE THROUGH PASSENGER ROUTE! 


Chicago, Burlington & Quincy 


RAILROAD LINE. 
8S THROUGH EXPRESS TRAINS DAILY! 


FROM CHICAGO Hours. ist Class Fare. FROM CHICAGO 








Days. ist Class Fare. 


TOOMAHA, = <= = 2 $20.00|TO DENVER, - = 2% $63.00 
“ ST. JOSEPH, - = 21 19.50| * SACRAMENTO, - 4% 118.00 
‘© KANSAS CITY, = 22 20.00] * SAN FRANCISCO, 5 118.00 





Trarns Leave Curcago from the Great Central Depot, foot of Lake Street, as follows: 


TON, KEOKUK, COUNCIL BLUFFS & OMAHA LINE 
BURLINGTON, BLUETS WO} Ni 
MAIL AND EX xcept Sunday,) stopping at a 

s A. M stations; mak 3% ose connections at Mendota hn Illinois Cen- 

tral for Amboy, ‘on, Freeport, Galena, Dunleith, Dubuque, LaSalle, El Paso, Bloomington, &c. 
INE, (Except Sunday,) stopping 
s Ss A. M. Fr iting FAST tine. Leland, Mendota; Princeton, 

Buda, Kewanee, Galva, Galesburg, and all stations West and South of Galesburg. 
we ACHES an 


ELEGANT DAY CO d PULLMAN PALACE DEAWING ROOM CARS 
are attached to this train daily from Chicago 


TO COUNCIL BLUFFS & OMAHA WITHOUT CHANCE! 

Daily, tS lay, 
DB.OO P.M BAGH Witnna, peettoines: Sevraste city Counc 
Bluffs, Omaha, and all points West. Pullman Drawing Room Sleeping Car attached to 


this Train daily from Chicago to Burlington, and Elegant Day Coaches, from Chicago to 
Council Biuffs and Omaha, without change! This is the Route between 


CHICAGO, COUNCIL BLUFFS & OMAHA, 


——RUNNING THE CELEBRATED—— 
Pullman Palace Dining Cars! 
49 MIxIZT.E)S THE SHORTEST ROUTE BETWEEN 


Chicago & Feeokuk, 


And the Only Route Without Ferrying the Mississippi River ! 


QUINGY, ST. JOSEPH, LEAVENW'TH & KANSAS CIPY LINE, 
7 AO A, Mi ee are Tararas Gita ae ne 


y Galesburg; making close connec- 
ta Dixon, Freeport, Dunleith, Dubuque, La Salle, El 
Paso, Bloomington, &c. 

P Cc P (Daily, except Sunday,) with 
i Q:495 A. M. Trstehwy He COACHES and PULLMAN’S PALACE 
SLEEPING CARS attached, running through from Chicago to KANSAS CITY, Without Change! 
Cc CG EXPRESS (Daily,) with Pullman 
2:2 P.M. ASR et c= eeping Car attached running 

through from Chicago to Q’ SY, 


Kansas City, Lawrence, Topeka and Denver, 


(@ WITHOUT CHANGE ! _gt 
@&< MILES THE SHORTEST AND ONLY ROUTE BETWEEN 


Chicago and Kansas City! 


WITHOUT CHANGE OF CARS OR FERRY. 


115 MILES The Shortest Route bet. Chicago & St. Joseph. 


THE SHORTEST, BEST AND QUICKEST ROUTE BETWEEN CHICAGO AND 


Atchison, Weston, Leavenworth, Lawrence, 


AND ALL POINTS ON THE KANSAS PACIFIC R’Y. 








eT URCERG, ARSE CEE oe Ae M1808 Gils PM 
in nccccekbseebeseeeeede 3 oe IWEe 
Local Trains Leave Sakis scensenarn sco M8 PM. 


Ask for Tickets via Chicago, Burlington & Quincy Railroad, which can be ob- 
tained at all principal offices of connecting roads, at Company's office, 63 Clark Street, and at 
Great Central Depot, Chicago at as low rates as by any other route. 

E. A. PARKER, 
& 


ROBT HARRIS, SAM’L POWELL, Gen. West. Pass. Agt., 


*1| Superintenden n’l Ticket Agen 
= CHICAGO. 7 CHICAGO. CHICAGO. 


THE GREAT THROUGH PASSENGER ROUTE TO KANSAS 


IS VIA THE OLD RELIABLE 


HANNIBAL & ST. JOSEPH 


SHORT LINE. 


the Mississippi_at Quincy an the Micgourt st Rqnens Oley on ficw 
. ree aily Express ns oug ‘ars an allma 
™ Biccbine Pulecss from Chicago & Quincy to Be. Joseph & Kansas City. . 


The Advantages gained by this Line over any other Route from Chicago, are : 


LLsS MILs THE SHECONRTEST ! 
To St. Joseph, Atchison, Hiawatha, Waterville, Weston, Leavenworth, 
eA MILEs THE sHOonRTEDEST ! 


To Kansas City, Fort Scott, Lawrence, Ottawa, 


Garnett, Iola, Humboldt, Topeka, Burlingame, Emporia, Manhattan, Fort Riley, Junction City, Salina, 
Ellsworth, Hays, Sheridan, Olathe, Paola, Cherokee Neutral Lands, Baxter Springs, Santa Fe, 
New Mexico, and all Points on the KANSAS PACIFIC, and MISSOURI RIVER, FT 
SCOTT & GULF R. R's, with which we connect at Kansas City Union Depot. 


THIS BEING THE SHORTEST LINE AND QUICKEST, is peneeapeete the cheapest; and no 
one that is posted thinks of taking any other Route from Chicago to reach principal points in 


Missouri, Kansas, Indian Territory, or New Mexico, 


DAILY OVERLAND STAGES from west end Kansas Pacific Railway, for Pueblo, Santa Fe, Den- 
ver, and points in Colorado ami New Mexico. 

Tuts is also a most desirable Route, via St. Joseph, to Brownsville, Nebraska City, Council Bluffs, 
and Omaha, connecting with the Union Pacific Railroad for Cheyenne, Denver, Salt Lake, Sacramento, 
San Francisco, and the Pacific coast. 








Cressin Iron 











Through Tickets for Sale at all Ticket Offices. 
Omnibus Transfers and Ferriage avoided. 


P. B. GROAT, Gen. Ticket Agent. 
HaxnrBal, Mo 


Baggage Checked Through, and 


GEO. H. NETTLETON, Gen. Supt. 
‘Haxwreat, Mo. 








Old, Feliable, Air-Line Route! 


HNCAGO, ALTON ab ST. LOUIS Wf 


SHORTEST, QUICKEST AND ONLY DIRECT ROAD TO 


Bloomington, Springfield, Jacksonville, Alton, 


—— 


sT. Louis ! 
WITHOUT CHANGE OF CARS. 


THE ONLY ROAD MAKING IMMEDIATE CONNECTIONS AT ST. LOUIS 
WITH MORNING AND EVENING TRAINS 


— FoR 


ATCHISON, LEAVENWORTH, KANSAS CITY, 


Lawrence, Topeka, Memphis, New Orleans, 


And All Points South and Southwest. 

















TRAINS leave Cutcaeo from the West-side Union Depot, near Madison Street Bridge._gr+ 


. Depart. Arrive. 

at ea Sa code obs etkeeecesbaansnaansncy *9315 A. MI. *8:05 P. M. 
JOLIET ACCOMMODATION. ..............0.cccccccceccees *4:00 P. MI. *9:40 A. Mi. 
ri niccundsabduionchccssccasscesesoce’ +5330 66 *12:50 P. M. 
LIGHTNING EXPRESS. ...........0 ...ccccccccecccececuces 19:00 *7:30 A. Mi. 


*Sundays excepted. 
tDaily; Saturdays it runs to Bloomington only. 
Saturdays and Sundays excepted. Monday mornings this train runs from Bloomington to St. Louis, 


This is the ONLY LINE Between CHICAGO & ST. LOUIS RUNNING 


Pullman's Palace Sleeping and Celebrated Dining Cars ! 


BAGGAGE CHECKED THROUGH. 
Through Tickets can be had at the Company’s office, No. 55 Dearborn street, Chicago, or at the 


Depot, corner of West Madison and Canal streets, and at all gps Ticket Offices in the United States 
and Canada. Rates of Fare and Freights as low as by any other Route. 


A. NEWMAN, Gen. Pass. Agent. J. C. McMULLIN, Gen. Supt. 


North Missouri R. R. 


PASSENGERS FOR 


KANSAS AND THE WEST, 


ARE REMINDED THAT 


THE NORTH MISSOURI R. R. 
_— 


1]. MILES SHORTER than any other Route! 


BETWEEN 


St. Louis and Kansas City. 


15 Miles Shorter between ST, LOUIS and LEAVENWORTH 


—— AND —- 


Z5@O MILES SHORTER TO ST. JOSEPH! 


THAN ANY OTHER LINE OUT OF ST. LOUIS. 











s@> Three Through Express Trains Daily ! -@a 


Pullman's Celebrated Palace Sleeping Cars on all Night Trains ! 


FOR TICKETS, apply at all Railroad Ticket Offices, and see that you get your Tickets 


[ = F 
via St. Louis and Nortk Missouri Railroad. 
JAMES CHARLTON, W.R. ARTHUR, 
General Superintendent, St. Louis. 


Gen. Pass. and Ticket Agent, St. Louis. 
i if 4 i (| f Mi 
THE MOST DIRECT AND RELIABLE ROUTE FROM ST. LOUIS THROUGH TO 


KANSAS CITY, LEAVENWORTH & ATCHISON, 


8@ WITHOUT CHANGE OF CARS! “@a 


Close Connections at KANSAS CITY with Missouri Valley, Missouri River, Ft. Scott & 
Gulf, and Kansas Pacific R’ys, for Weston, St. Joseph, Junction City, Fort Scott, 
Lawrence, Topeka, Sheridan, Denver, Fort Union, Santa Fe, and 


ALI. POINTS WHEST! 


.e@” At SEDALIA, WARRENSBURG and PLEASANT HILL, with Stage Lines for Warsaw, 
Quincy, Bolivar, Springfield, Clinton, Osceola, Lamar, Carthage, Granby, Neosho, Baxter Springs, Fort 
Gibson, Fort Smith, Van Buren, Fayetteville, Bentonville. — 


PALACE SLEEPING CARS on all NIGHT TRAINS. 
Baggage Checked Through Free! 














THROUGH TICKETS for sale at all the Principal Railroad Offices in the United States and Cans- 
das. Be Sure and Get your Tickets over the PACIFIC R. BR. OF MISS OUR}. 


W.B. HALE, THOS. McKISSOCK. 


Gen. Pass. and Ticket Agt, Geperal Superintendent. 
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6] Miles the Shortest Line! 


— FROM — 


CHICAGO TO N EW YORK. 


Pitts., Ft. Wayne & Chicago 


— ABD — 


PENNSYLVANIA CENTRAL 


IS THE ONLY ROUTE 


Running its Entire Trains THROUGH to Philadelphia and New York, and 
the only Route running Three Daily Lines of Pullman Day and 
Sleeping Palaces, from Chicago to 


PITTSBURGH, HARRISBURG, 


PHILADELPHIA & NEW YORK, 


wa WITHOUT CHANGE !1 


WITH BUT ONE CHANGE TO 


BALTIMORE, PROVIDENCE, NEW HAVEN, HARTFORD, 
SPRINCFIELD, WORCESTER & BOSTON! 


AND THE MOST DIRECT ROUTE TO WASHINGTON. 





a Trains Leave WEST SIDE UNION DEPOT, corner West Madison and Canal Streets, as follows: 




















Mail, (Fast Express. Pacific E Exp. | "Night | Exp. 

MOM VO — CHICAGO... .c00 seccccccccccces coccce 5.30A.M.) 9.00A.M y - P.M.| 9.00 P. = 

Arrive—PLYMOUTH icennigl sebteh seinen emia 9.50 *‘ 12.03 P. wed 12.35 A 

ee) rrr 12.30 P. M 2.05 ‘* i tS io 3.10 a 
DEM cinesbeckvecdeenks so doenenesentwn 3.24 “* 4.06 *“ 1.23A.M.; 5.40 * 
~4 RSC CREE RRR nd 5.08 ‘* 2.45 ‘* | Ta 
“ SMNIINIE” « .. sas.cwahcunccosneeeenesa 62 “ | 6.30 “ 4% * 855 
Leave — CRESTLINB...........ccccccccccccesces| 6.00 A. M 6.50 “* 4.30 “ 9.85 
NSF 6. 76 CU 5.00 10.05 ‘* 
VIL le —_ “ ane * | a. * 

Ban sn005000socnedesnenecee sees | ee 10.40 “ 8.30 “ | 1.30P. M. 
PITTSEBURGE...... ccccccccccccccccccs | $.45P 1.55A.M.) 12.10P.M.) 440 *“ 
. CE ceicccccactaes cnce cecsnncscnss iia = aaa C6 448 “ | 10.00 “ 

= ALTPOORA,. 2... cccccccccccccccccccccccce | 12.48 A.M 6.55 *‘ 5.55 “ | 2.40A. M. 
HARRISBURG........ .-- abeseoebasnes | £2 us * 10.45 “ | 2.50 ‘ 
PHILADILI ELA... 000 ccc cesccccccccces 6.50 | — co * | ¢f * 
NEW YORK, VIA PHILADELPHIA....... 10.30 ‘ 6.30 “ a * fa * 
NEW YORK, VIA ALLENTOWN.......... et Gee ivsackeselenset 10.30 “ 

F BALTIMORE bahb-cabdGhsed ccadh cbnbeteee 9.15P.M.| 3.05 “ | 2.30A.M.| 9.15 P. M. 
WMI c ccccccecesccce cocccccee]| Ea ™ 5.15 ‘* “a * | 1s * 
DIES oe eck Cth cotachaks | 900 “ | 5.50 A. M| 6.00 * | 9.00 * 





| 
| 





Boston and New England Passengers will find this Route especially Desirable, 
as it gives them an opportunity of Seeing the FINEST VIEWS 
AMONG THE ALLEGHANY MOUNTAINS, 


Besides Visiting PITTSBURGH, PHILADELPHIA and NEW YORK, without extra cost! 


(a All New England Passengers holding Through Tickets will be Transferred, with their Bag- 
gage, to Rail and Boat Connections in NEW YORK, Without Charge! 


THROUGH TICKETS for sale at the Company's Offices, at 65 Clark St.; 52 Clark St.; 
cor. Randolph and LaSalle Sts.; and at Depot, Chicago. Also at Principal Ticket Offices in the West. 


Made at LIMA for all Points on the Dayton & Michigan and the Cincinnati, 
Hami CLOSE © MNECT ei re, and at CRESTLINE for Cleveland and Columbus, 


Express Trains are Equipped with WESTINGHOUSE AIR BRAKES, 


The Most Perfect Protection Against Accidents in the World! 


F.R. MYERS, Ww. C. CLELAND, 


Gen. Pass. & Tkt Agt. P. F.W. & C. Ry Chicago. | Gen. Western Pass. Agt. P. F. W. & C. R’y,Chicago. 
T. L. KIMBALL, Gen. Western Pass. Agt. Penn. Cen. R. R. Chicago. 


Broad Gauge! Double Track ! 
ERIE RAILWAY. 


Bx=PRESS TRAINS DAILY! 
From Cleveland, Dunkirk and Buffalo, 625 Miles, to New York, WITHOUT CHANGE of Coaches! 


The Trains of this Railway are run in DIRECT CONNECTION WITH ALL WESTERN AND 
ERN LINES, for 


Elmira, Williamsport, Oswego, Great Bend, Scranton, Newburgh, 


NEW YORK, ALBANY, BOSTON, PROVIDENCE, 


AND PRINCIPAL NEW ENGLAND CITIES. 


New and Improved DRAWING ROOM COACHES are attached to the DAY EXPRESS 
Ranning THROUGH TO NEW YORK. 


t# SLEEPING COACHES, Combining all Modern Improvements, 
with perfect Ventilation and the peculiar ments for the comfort of Passengers incident to the 
BROAD GAUGE, accompany all night to New York. 


T. as Trains on this Railway will, when necessary, wait from 
one CONNECTIONS for GFR amis. 


All Trains of Saturday run directly Through to New York. 


@®” Ask for Tickets via via Erie Railway, Which can be procured at 66 Clark Street 
Chicago, and at all Principal Ticket offices inthe West and Southwest. 


L. D. RUCKER, A- J. DAY, WM. R. BARR, 


Gen'l Superintendent New York. | Western Passenger Agent, Chicago. | Gen’l Passenger Agent, Hew York 











Aa 


SOUTH 





Pan-Handle 


—AND-— 


Penna Gentral Route East! 


s@e SHORTEST AND QUICKEST ROUTE, via COLUMBUS, TO “@a 


PITTSBURGH, BALTIMORE, PHILADELPHIA & NEW YORK 


On and after Sunday, NOVEMBER 20th, 1870, Trains for the East will run as follows: 
[DEPOT CORNER CANAL AND KINZIE 8T8., WEST SIDE.] 


7.40 A. M. DAY EXPRESS. 


[SUNDAYS EXCEPTED.] Via Richmond. Arriving at 


CoLumsBus.... 3:00 A. tO | Harnnispure..10:35 P. M.| New Yore.. 
PITTSBURGH. 112:15 . | PaiapEe para .3:10A. M.| Bautrmorg.. 


7:10 P. M. 


CoLumBus.. .11:15 A. *. 
PrrrsBURGH.. 7:25 P. 





- 224-0 | nat 28 }- éM. 
*) 2:30 A. M 05 P. M. 


NIGHT EXPRESS. 


(SUNDAYS EXCEPTED.) Arriving at: 


HagrisBure.. 5:20 A. M.| New Yorx...11:40 A. M.| Wasnineron. 1:10 P. M. 
. | PHILADELPHIA.9,.50 A, M.| Bautrmore... 9:30 A. M M| Bowro Bosron......: :11:50 P. M. 


Palace Day and Sleeping Cars 


Run Through to COLUMBUS, and from Columbus to NEW YORK, Wrruovur Cuanes! 


UMLY ONE CHANGE TO MEW YORK, PHILADELPHIA, OM BALTIMORE { 
CINCINNATI & LOUISVILLE AIR LINE SOUTH. 


35 Miles the Shortest Route to Cincinnati, 
18 Miles the Shortest Route to Indianapolis and Louisville 


<> Hours the Quickest Route to Cincinnati ! 


THE SHORTEST AND BEST ROUTE TO 
Columbus, Chillicothe, Hamilton, ba pe me Parkersburg, Evansville, 
Dayton, Zanesville, Marietta, xington, Terre Haute, Nashville, 
ALL POINTS IN CENTRAL & SOUTHERN OHIO, & INDIANA, KENTUCKY & VIRGINIA, 
— QUICK, DIRECT AND ONLY ALL RAIL ROUTE TO — 


New Orleans, Memphis, Mobile, Vicksburg, Charleston, Savannah, 
AND ALL POINTS SOUTH. 
Cincinnati, Indianapolis and Louisville Trains run as follows: 
THROUGH WITHOUT CHANGE OF CARS! 
7.40 


NE 8.05 


= 
(Sundays excepted) Arriving at 








NA. 


(Saturdays ensogted.. ) Arriving at 
LOGAMEDORD. ccodecsccccencecteseces che SSP. TE. | LARARIBOER 0s. ccccceccccsec cocccccscs 1:15 A.M 
BIND 00000000000.0000000000000008 0008 DIRE Fo Ble | ED c ccccccccovccce coccesoccocncese 2:31 A. M. 
SINR, vec.ctns00005000000006n0nren> DRDO PD. Th, F GEA s sc cco ccccccccccccces seses 9:35 A. M. 
INDIANAPOLIS ........-- + 0900.06nb enone 5:00 P. M. | INDIANAPOLIS... .....-s0sccceccececees 5:40 A. M, 
SA vdeces cessetncesecscbescecs REGS PF. TE. | DOROUUERB 000 voce decccccccccsccbecsoes 3:50 P. M 


Lansing Accommodation: Leaves 3:40 P.M. Arrives 10:55 A.M. 


PULLMAN’S PALACE SLEEPING GARS ! 


Accompany all Night Trains between Chicago and Cincinnati or Indianapolis. 





Ask for Tickets via COLUMBUS for the East, and via ** The AIR LINE ®? fer 
Cincinnati, Indianapolis, Louisville and points South. Tickets for sale and Sleeping Car Berths 
secured at 95 RANDOLPH STREET, CHICAGO, and at Principal Ticket Offices in the 


West and Northwest. 
WM. L. O’BRIEN, I. Ss. HODSDON 


Gen. Pass. and Ticket Agent, Columbus. Northwestern Pass. Agt. Chicago. 
D. W. CALDWELL Gen. Supt. Columbus: 


The Great Favorite Route for Missouri, Nebraska and Lowa. 


KANSAS CITY, ST. JOSEPH 


—— AND ——=— 
CoUNCIL BLUFF s 


i& THROUGH LINE! “ea 


T NS Leave Union Depot Daily, on the arrival of Eastern 
3 EXEReES SFOs OSsel OER ont 3 the Missouri River on ad ‘New Iron Bridge at Kansas 
City, passing the cities of 


LEAVENWORTH, ATCHISON, SAINT JOSEPH, 


NE BRASH A CITy. 


tein Lowa, and making 
road, for 














at COUNCIL BLUFFS with lowa Lines for all prominent 
DIRECT CON ECTION at OMLAHIA with the Great Union Pacific 


CHEYENNE, DENVER, SALT LAKE, SACRAMENTO, SAN FRANCISCO 


And the Pacific Coast. 


Pullman’s Palace Sleeping Cars! 


ON ALL NIGHT TRAINS. 


(2 Ask for Tickets via the People’s Favorite Route, Kansas City, St. Joseph & Ooun- 
ceil Bluffs Rallroad Line. 


A. L. HOPKINS A. C. DAWES, 
Gen. Superintendent ST. JOSEPH, Mo. Gen. Passenger Agent, ST. J Mo. 
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TLINOTS CENTRAL RATLRGAD. 


PASSENGER TRAINS LEAVE CHICAGO FROM THE GREAT CENTRAL DEPOT, FOOT OF LAKE ST. 


ST. LOUIS AND CHICAGO 


TECROUGH LIN =. 
No Change of Cars from Chicago to St. Louis. 


9:20 A, M. DAY HXPRESS Sundays Ex, 


Arriving in ST. LOUIS at 10:30 P. Mi. 








$15 P, M. FAST LIN H.. Saturdays Excepted, 


Arriving at ST, LOUIS at 8:00 A. M. 


AT ST. LOUIS, Direct Connections are Made FOR 


Jefferson City, Sedalia, Pleasant Hill, Macon, Kansas City, 


LEAVENWORTH, ST. JOSEPH & ATCHISON, 


—Connecting at KANSAS CITY for— 
LAWRENCE, TOPEKA, JUNCTION CITY, SALINA, SHERIDAN, 


Denver and San EHrancisco! 


CAIRO, MEMPHIS AND NEW ORLEANS LINE. 


No Change of Cars from Chicago to Cairo. 
9:90 A, M. CAIRO MAIL, Sundays Excepted. 


Arriving at Cairo 2:(5 A. M., Memphis 12:45 P. M., Mobile 9:25 A. M. 
Vicksburg 9:25 A. M., New Orleans 11:05 A. M. 


8:15 P, M, CAIRO EXPRESS, Bron Sas 


is 4:15 A. M., Little Rock 7:00 





P. M., Vicksburg 8:10 P. M., New Orleans 1:30 A. M. 


4:50 P.M. CHAMPAIGN PASSENGER, 


Arriving at Champaign at 10:45 P. M. 


& THIS IS THE ONLY DIRECT ROUTE TO 


Humboldt, Corinth, Grand Junction, Little Rock, Hot Springs, 
Selma, Canton, Grenada, Columbus, Meridian, Enterprise, 


MEMPHIS, VICKSBURG, NEW ORLEANS & MOBILE. 


At NEW ORLEANS, connections are made for 


GALVESTON, INDIANOLA, 


And all Parts of Texas. 





8” NOTICH.—This Route is from 100 to 150 MILES SHORTER, and from 
12 to 24 HOURS QUICKER than any other. 





THIS IS ALSO THE ONLY DIRECT ROUTE TO 


DROATUR, TERRE HAUTE, VINCENNES & EVANSVILLE, 








Peoria and Keokuk Line. 
9:20 A, M, KEOKUK PASSENGER, Sun. Exoepted. 


- Peoria 5:42 P. M., 
Canton 7:15 P. M., Bushnell 8:57 P. M., Keokuk 11:15 P. M., Warsaw 11:40 A. M. 


Elegant Drawing Room Sleeping Cars 


ATTACHED TO ALL NIGHT TRAINS. 


Spacious and Fine Saloon Cars! 


WITH ALL MODERN IMPROVEMENTS, RUN UPON ALL TRAINS. 








BAGGAGE THROUGH TO ALL IMPORTANT POINTS. 


2” For Through Ticke 
of the Company in Great 


Hyde Park and Oakwoods Train, 


Sleeping Car Berths, Checks, and information, apply atthe office 
 Dopot, foot of lakes 


--LEAVE.— --ARRIVE.— | --LEAVE.— -—ARRIVE.— 
HYDE PARE TRAIN,... *6:20A.M. 7.45 A.M. | HYDE PARK TRAIN,....*3:00 P.M. *5:15 P. M 
HYDE PARE TRAIN... *8:00 A. 7:35 P.M 


-M. *9.20 A. M.| HYDE PARK TRAIN,....*6:10 P. M. 
HYDE PARK TRAIN,.. *13:10P.M. 1:45 P. M.! 
* Sundays Excepted. 


W. P. JOHNSON, Gen. Pass. Agent. M. HUGHITT, Gen. Supt. 





HACAGO NORTHWESTERN ft. W. 


Comprising the PRINCIPAL RAILROADS from CHICAGO Directly NORTH 
NORTH-WEST and WEST. 


ALL RAIL TO THE PACIFIC OCEAN! 


Great California Line. 


TRAINS LEAVE WELLS STREET DEPOT AS FOLLOWS: 


8:30 A. M. Clinton Passenger.|10:00 P. M. Night Mail. 
10:45 A. M. Pacific Express. 10:00 P. M. Rock Island Pass. 
10:45 A. M. Rock Island Exp.'4:00 P. M. Dixon Passenger. 


For Sterling, Rock Island, Fulton, Clinton. Cedar Rapids, Boone, Denison, Missouri Valley Junction, 
Sioux City, Counci) Blufis and Omaha, there connecting with the 


UNION PactrFic RR. RNR. 


For Cheyenne, Denver, Ogden, Salt Lake, the White Pine Silver Mines, Sacramento, San Francisco, and 
all parts of Nebraska, Colorado, New Mexico, Arizona, Wyoming, Montana, 
Idaho, Utah, Nevada, and the PACIFIC COAST. 











FROM CHICAGO Hours, ist Class Fare, FROM CHICAGO Days. ist Class Fare, 
To OMAHA,...... 23 $20.00|To SACRAMENTO,. 4% $118.00 
= DENVER... --- 52 65.00/| ** SAN FRANCISCO, 5 118.00 


TRAINS ARRIVE :—Night Mail, 7.15 a.m.; Dixon Passenger, 11.10 a. m.; Pacific Express 
4:15 p. m.; Rock Island Express, 4:15 p. m.; Clinton Passenger, 6:45 p. m. 


FREEPORT LINE. 
9.00 A. M. & 9.00 P.M. Eitan; Reckora reenor, catena, Dow 


4.00 P. M., Rockford Accommodation. 
5.30 P.M., Geneva and Elgin Accommodation 
6.10 P. M., Lombard Accommodation. 
5:50 P.M., Junction Passenger. 
TRAINS ARRIVE :—Freeport Passenger, 2:30 p. m., 6:40 a. m.; Rockford Accommodation, 


11:10 a. m.; Geneva and Elgin Accommodation, 8:45 a. m.; Junction Passenger, 8:10 a. m.; Lombard 
Accommodation, 6:50 a. m. 


WISCONSIN DIVISION. 


(3 Trains leave Depot, cor. West Water and Kinzie Sts., daily, Sundays excepted, as follows: 
10 00 A M DAY EXPRESS, for Janesville, Monroe, Whitewater, Madison, Prairie du 
Je e e Chien, Watertown. ‘Minnesota Junction, Portage City, Sparta, La Crosse, St. 
Paul, and ALL POINTS ON THE UPPER MISSISSIPPI RIVER; Ripon, Berlin, Fond du Lac, Oshkosh, 
Neenah, Appleton, and Green Bay. 
3. P. M., Janesville Accommodation. 
ad Y NIGHT EXPRESS, for Madison, Prairie du Chien, Watertown, Minnesota 
oe e 1V¥Ee Junction, Portage City, Sparta, La Crosse, St. Paul, and ALL POINTS ON THE 
UPPER MISSISSIPPI RIVER; Ripon, Berlin, Fond du Lac, Oshkosh, Menasha, Appleton, Green Bay 
and THE LAKE SUPERIOR COUNTRY. . 
5.30 P. M.. Woodstock Accommodation. 


TRAINS ARRIVE :—7:00 a. m., 7:15 p. m., 9:00 a. m., and 2:05 p.4n. 


MILWAUKEE DIVISION. 








sn via caree cab cenatpet-cancdees saeebsnbsssoceseteas dounkes 8:15 A. MI. 
EXPRESS, (ex. Sun.) Waukegan. Kenosha, Racine and Milwaukee,............-. +++ 9:45 A. MI. 
EVANSTON Es 0 0b cc ctciccccccrsececess 0csaecsecsoeeseuecas 1:00 P. M, 
HIGHLAND PARK PASSENGER Sea cabe ta 2a ocala abn, Siem emee 6:20 P. MM. 
MILWAUKEE ACCOMMODATION, with Sleeping Car attached.............- 11:00 P. Mi. 
KENOSHA ACCOMMODATION, (Sundays excepted) from Wells St. Depot..... 4:10 P. M. 
MUTPRCTRNOON PASTING Ties ..-2.0 5 oc cccc cs cc ccccccccccccccecccscccccce 5:00 P. M. 
WAUKEGAN ACCOMMODATION, (except Sundays) from Wells St. Depot..... 5:30 P. 


TRAINS ARRIVE :—Night Accommodation, with Sleeping Car, 5:00 a. m.; Day Express, 
4:15 p. m. Milwankee Mail, 10:30 a. m.; Afternoon Passenger, 7:40 p.m.; Waukegan Accommoda- 
tion, 8:25 a. m.; Kenosha Accommodation, 9:10 a. m.; Evanston Accommodation, 3.30 p. m.; Highiand 
Park Passenger, 7.55 p. m. 


PULLMAN PALACE CARS ON ALL NIGHT TRAINS. 
THROUGH TICKETS Can be purchased at all principal Railroad Offices 


East and South, and in Chicago at the Southeast 
corner of Lake and Clark Streets, and at the Passenger Stations as above. 


H. P. STANWOOD, JOHN C. GAULT, 
Gen. Ticket Agt. Gen’! Supt. 


Milwaukee & St. Paul R. W. 


* THE ONLY ALL RAIL LINE TO 


ST. PAUL AND MINNEAPOLIS! 


AND ALL PORTIONS OF 


Wisconsin, Minnesota & Northern lowa, 
PURCHASE TICKETS VIA MILWAUKEE. 


Passengers Going via Milwaukee, 


Have Choice of Seats in Clean Coaches, and on Night 
Trains, a full night’s rest in Palace Sleeping Cars. 




















t= BAGGAGE CHECKED THROUGH BY THIS ROUTE ONLY !-=s 


PASSENGERS FROM™ CHICAGO can obtain these Advantages only by 
he MILWAUKEE DIVISION of the CHICAGO & NORTHWESTERN R’Y. 








SPECIAL NOTICE.—Passengers destined to any place 
in Wisconsin, Minnesota, or Northern Iowa, either on or off the 
Lines of this Company, who cannot procure Through Tickets to 
their destination, should purchase their Tickets TO MILWAU- 
KEE, as this is the Great Distributing Point for these States. 
A. V. H. CARPENTER, Ss. 8. MERRILL, 


Gen. Pass, Agt. Milwaukee. Gen. Manager, Milwaukee. 
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LAKE SHORE 


— AMD— 


MICHIGAN SOUTHERN R.W. 


THE GREAT THROUGH LINE BETWEEN 


CHICAGO, BUFFALO & NEW YORK, 


WITHOUT CHANGE! 
AND THE ONLY RAILWAY 


RUNNING PALACE COACHES THROUGH! 


— BETWEEN — 


CHICAGO & NEW YORK, via BUFFALO 


WITHOUT TRANSFER OF PASSENGERS ! -24 


All Trains Stop at Twenty-Second Street to Take and Leave Passengers. 
Baggage Checked at that Station for all Points East. 











<—g ExrnEss TRAINS DAILY, [Sundays Excepted,] Leave 


Curca@o from the New Depot, on Van Buren St., at the head of La Salle Street, as follow 


5:30 A, Mi. MATL TRAIN. 


VIA OLD ROAD AND AIR LINE. SUNDAYS EXCEPTED. 
Leaves 22d Street 7:45 A. M. Stops at all Stations. Arrives—Cleveland, 9:35 P. M. 


9:00 A. M. 


Leaves—Twenty-Second Street, 9:15 A. MI. Arrives—Elkhart, 12:45 P. M.; Cleveland 9:45 P, 
M.; Buffalo, 4:10 A. M.: New York, 7:00 P. M. ; (Chicago Time) Boston, 11:45 P. M. 








SPECIAL NEW YORK EXPRESS, 


VIA AIR LINE. SUNDAYS EXCEPTED. 


This Train has PALACE SLEEPING COACH Attached, Running 


THROUGH TO ROCHESTER, WITHOUT CHANGE ! 


IN DIRECT CONNEOTION WITH 


Wagner's Celebrated Drawing-Room Coaches on N. Y. Central R. R. 
Only Thirty-Three Hours, Chicago to New York! 








EXPRESS (Daily). 


LD ROAD. 


515 P.M. ATLANTIC 


Leaves—Twenty-Second Street 5:30 P. MI. Arrives—Laporte, 8:10 P. M. (Stops 20 minutes 
or Supper): arrives at Toledo, 2:50 A. M.; Cleveland, 7:25 A. M. (20 minutes for Breakfast); a-rives at 
Buffalo, 1:50 P. M.; Rochester, 5:10 P. M. (20 minutes for Supper); connects with Sleeping Coach 
running Through from Rochester to Boston Without Change, making but One 
Change between Chicago and Boston. 


NEW AND ELEGANT SLEEPING COACH Attached to this Train, Running 
THROUGH from CHICAGO TO NEW YORK WITHOUT CHANGE! Arrives 
at NEW YORK, 7:15 A.M. 





9:00 P M. NIGHT EixPRESS 


VIA AIR LINE, (DAILY EXCEPT SAT. & SUN.) 


Leaves—Twenty-Second Street, 9:15 P. MI. Arrives—Toledo, 6:15 A. M. (20 minutes for 
Breakfast); arrives at Cleveland, 10:50 A. M.; Buffalo, 5:50 P.M.; New York, 12:00 M.; Boston, 
3:50 P. M. 





KALAMAZOO DIVISION. 


Leave Chicago 9:00 A. M. Arrive at Kalamazoo 4:10 P. M.; 
Grand Rapids, 7:10 P. M. 


Leave Chicago 9:00 P. M. Arrive at Kalamazoo 7:25 A. 
M.; Grand Rapids, 10:15 A. M. 





{3 There being no heavy grades to overcome, or mountains to cross, the road bed 
and track being the smoothest and most perfect of any railway in the United States, this Company run 
their trains at a high rate of speed with perfect safety. 


{@ Travelers who wish to SAVE TIME and make SURE CONNECTIONS, 


purchase Tickets via 


LAKE SHORE & MICHIGAN SOUTHERN P’Y. 


THE ONLY LINE RUNNING THROUGH BETWEEN CHICAGO AND 
BUFFALO, WITHOUT TRANSFER, and in Direct Connection with NEW YORK 
CENTRAL RAILROAD and ERIE RAILWAY. 


General Ticket Office for Chicago, No. 56 Clark Street. 
CHAS. F. HATCH, F. E. MORSE, 


GREAT CENTRAL ROUTE! 





SPEED! COMFORT! SAFETY! 


MICHIGAN CENTRAL 


—_— 


Great Western Railways. 


THE FAVORITE ROUTE, VIA NIAGARA FALLS, TO 


NEW YORK, BOSTON, 


AND ALL EASTERN POINTS. 


Pullman’s Drawing-Room Cars 
FROM CHICAGO TO NEW YORK WITHOUT CHANGE. 


CELEBRATED HOTEL CARS FROM CHICAGO TO ROCHESTER. 


Passenger Trains leave Chicago from Depot, foot of Lake Street, as follows: (All Trains 
Stop at Twenty-Second Street Station to receive and leave Passengers.) 


40 A, M. iets ey cines TERRAIN, Sundays Excepted, 


Has a car attached from Chicago going over both Main ue and Air Line 
vision, Without Change. Connect at New Buffalo forSt. Joseph; at Kalama- 
zoo for Grand Rapids, Muskegon and Whitehall; at Jackson for Lansing, Saginaw and Bay City. 


9:00 A, NEWVVT YORE EXPREsSss. 


Me a EXCEPTED.) Arrives *. = yan City at 11:10 A. M.; Niles, 
M. [Dinner]; Kalamazoo, 2: oN Marshall, 3:24 P. M.: Jack- 
son, 4:30 P. M.; wn é1 a P.M. Supper]; sane. 11: ° a a Hamilton, 2:35 A. M.; Niag ara 
Falls, 4: A. M.; ‘Rochester, 7:10 A. M. (Breakfast } ae ; NE W YORK, 7:00 P.M. 
Springfield, 7: 40 P. M.; BOSTON, 11:45 P. This 
WAGNER’ aehwmenenest CAR THROUGH 


To New York City Without Change! 
9:30) A. Mf, CINCINNATI & LOUISVILLE 


(SUNDAYS EXCEPT 
8 Cincinnati wilhnout tua ES 
4:10 P, M, Kalamazoo, St. Joseph and Three Rivers Accom. 
(SUNDAYS EXCEPTED.) Arrives at New Buffalo at 7:05 P. M.; St. Jo- 
seph, 8: 40 P. M.; Kalamazoo, 10:05 P. M.; Three Rivers, 10:00 P. M. 


Af} P, ATLANTIC EXPYKwRESS. 


r Leaves oy Ge Arrives at ae City at 7:18 P. M.; Niles, 8:30 

P. M. [Supper]; Kalamazoo, 10:40 P. M.; Jackson, 1:10 A. M.; Detroit, 

3:45 A. M.; London, 8:35 A. M. | Breakfast] ; Hamilton, _ ° A. M.; Niagara Falls, 1:30 P. M.; Buf. 

falo, 3:20 P. M.; Rochester, 5:10 P. M.; Albany, 1:30 A NEW YORK, 6: 40 A. Mi. 3 Spring- 
field, 6:40 A. M.; BOSTON 11:00 A. M.A MAGNIFICENT 

PULLMAN DRAWING-ROOM SLEEPING CAR 

IS ATTACHED TO THIS TRAIN DAILY, FROM 
1 ~ + , fa hl 
CHICAGO TO NEW YORK CITY. 
t# The Celebrated HOTEL CAR is also Attached to this Train from 

















CHICAGO to ROCHESTER. 
SPECIAL NOTICE.—Boston and New England Passengers will please notice that this 
Train now makes a direct connection through. A Sleeping Car is attached at Rochester at 5:30 


P. M., running through to Springfield, Mass., thus avoiding transfer at Albany. Breakfast at Spring- 
field. This Train reaches Springfield early enough second morning to CONNECT WITH ALL TRAINS 


G: 0 5p. ' yf CINCINNATI & LOUISVILLE EXPRESS 


This is the Only Line Runuiay Sleeping Cars to Louisville! 
9:00 P, Me sete chen accianuctte swaa eae 


2:00; Marshall, 3: 12; Jackson, 4:25; Grand Trunk Junction, 7:00; Detroit, 
; Hamilton, 4: 35; Toronto, 9: 35; Niagara Falls, 5:40; Buffalo, 7:15 P. M.; 
Rochester, 9: 10; y 12:25 A als 
12:00 MK.3 BOSTON, 3:30 P 


Rome, 1:55; Utica, 2:25; Albany, 6:30 ie ; NEW YORK; 
A PULLMAN PALACE SLEEPINC CAR 
Is attached to this Train for DETROIT. This Train connects at DETROIT JUNCTION with 
Grand Trunk Railway for 


MONTREAL, OGDENSBURG, &c. 


9:00 p. MN. Grand Rapids H=xpress. 


a AND SUNDAYS EXCEPTED.) Arrives at Grand Rapids at 
An nent Pullman Sleeping Car 


IS ATTACHED TO THIS TRAIN 


THROUGH TO GRAND RAPIDS WITHOUT CHANGE! 


Connecting there Direct to MUSKEGON, WHITEHALL, &c., &c., 


PECI AL NOTICE,—The GREAT WESTE ase Raw ee of Canada 
nae du e past summer, put down 140 miles of New Rail, (a large rtion of the same bein 
Steel Rails,) and otherwise improved their track, so that it can ‘be truly sa a “t at it is in as zood condi- 
tion as any Line in the country. 








e@ Through Tickets (and secured accommodations in Drawing-Room Sleeping Cars) can be 

be in Chicago at 60 Clark street (under Sherman House); at 48 Clark street (Grand Trunk 

Railway); at 53 Clark street (N. Y. C. R. R.); at office under Briggs House; at Great Central Depot, 
and at 


General Office in Tremont House Block. 
H.E.SARGENT, W.K.MUIR, HENRY 0. WENTWORTH, 





General Superintendent, CLEVELAND, OxgIO General Western Passenger Agent, Cuica¢o, 


Gen. Sup’t M.C. R. R Gen. Sup’t Gt. W. Ry? Gen. West. Pass. Agt. M. C. & Gt. W. R’y. 
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NOTICES OF THE PRESS. 


“ Of great interest to railroad men.”—[Delaware 
(O.) Gazette. 

* Valuable because of its reliability.”—[ Holmes- 
burg (Pa.) Gazette. 

‘*A valuable encyclopedia of railway topics.” 
—{The Stockholder. 

“The best journal of the class published.”— 
{| Philadelphia Herald. 


** An excellent journal for railroad men.”—{Man- 
kato (Minn.) Record. 

“The best paper of the kind now exiant.”— 
(Official Railway News. 

* Pro much for the future.”—{Detroit 
Commercial r. 

** A model of what a railroad newspaper should 
be.” —{Chicago une, 

“The best journal of its class in the Tuited 
States.”—[LaCrosse Leader. 

‘* We regard it as the best railroad paper out.” — 
[Peoria National Democrat. 

‘Every railroad man reads the Gagzerrz.”— 
Bloomington (I1l.) Leader. 


“A complete ome of railroad news.”— 
[Harrisburg (Pa.) ot. 


“ Equal in a) to any technica) journal 
of Aestica Atchison Patriot. 

“The best medium for railroad information pub- 
l\iehed.”—{Kankakee (Ill.) Times. 


bi lete with matters connected with railroad- 
ing.”—{Holmesburg (Pa.) Gazette. 


‘* Well worthy the patronage of all intelligent 
railroad wen.” -{Ralsmasce Gazette. 

** A well-edited paper, showing industry and in- 
telligence.”—[American Railway Times. 


* The best informed a newspaper publish- 
ed in the West.”—{ Aurora (Ill.) Beacon. 


‘** Unquestionably the best railroad journal in the 
United tates,{ Waukegan (Ill.) Patriot. 


“Standing in the front ranks of railroad jour- 
nals.”—{Snow’'s Pathfinder Railway Guide. 


‘Makes a very handsome appearance and is full 
of valuable matter.”—{Chicago Evening Post. 


**An impartial and independent journal, valuable 
» every railroad man.”—{Parkersburg (W. Va.) 

mes, 

“Of great interest to railroad men, and almost 
equally so to those who use railroads,” —[ Marshall 
(Mich) Statesman. 

**Tt must prove a very valuable popes to stock- 
holders and those who are interested in railroads.”* 
—{New York Globe. 


“Every man who is at all interested in railroads 
, would do well to take the Gazzerre "—{Jackson- 
ville (I1l.) Independent. 


** All who desire to kee 
the subjects connected wii 
—{ Milwaukee Wisconsin. 


**One of the best conducted and most interest- 
ing railway journals published in this country.” 
~fNew Haven Railway Courant. 


** It will compare favorably with any similar pub. 
lication, not only in New York or Boston, but in 
conten or on the Continent.”—{Waukegan (IIl,‘ 

azette. 


themselves posted on 
railroads will take it.” 


THE RAILROAD GAZETTE 


A Weekly Jourasl of Transportation, Engineering and Railroad News. 





Devoted to the Discussion of Subjects Connected with the Busi- 


ness of Transportation, 


and the Dissemination 


of Railroad News. 


—-— -—<>—- —— 


Illustrated Descriptions of Lngineering Works and Railroad Machinery and Rolling Stock. 
Contributions from Practical Railroad Men, on the Business of Railroading. 


A Complete Record of Railroad News 


NEW ORGANIZATIONS. 
PROGRESS OF NEW ROADS. 


ELECTIONS AND APPOINTMENTS. 


RAILROAD LAW. 


ENGINEERING AND MECHANIVCS. 


TRAFFIC AND EARNINGS. 
LAKE AND RIVER NAVIGATION. 
RAILROAD MANUFACTURES. 


The Cream of the American and European Technical Periodicals. 





An Impartial and Independent Journal, Valuable to Every Railroad Man. 


TERMS OF SUBSCRIPTION : 


Single copy, per annum,...........-.-.sseseeee $4.00 | Forty copies, per annum, and one to the per- 


Ten copies, per annum,......... .... 
ADVANCE PAYMENT is required. 


+ seen ee Bd00 


sop who gets up the club..............+++. $12').00 


CANADA SUBSCRIBERS, twenty-five cents additional. 


SrIneLE Copigs, ten cents each. 


ADVERTISING Rates will be made known on application. 


Address— 


A. N. KELLOGG, Publisher, 


101 Washington ft,. Chicage 








‘*Has always been one of the best papers of the 
country for railroad intelligence."—{[New York 
Commercial and Financia! Chronicle. 


** Has always been one of the most valuable pub- 
licationsin-the West * #* * Is bound 
to continue its sway as the leading railroad journal 
of the country.—[Sedalia (Mo.) Bazoo. 


“Tn i 
nection 


Salat 


financial and commercial views in con- 
the railroad interesia of the country, 
ded as one of the first papers of the 
."—{ Pensacola Observer. 


**As it devotes much attention to Southern rail- 
road and industrial interests, it is always interest- 
ing to Southern readers.”—[Galveston News. 


“For railroad men and others wishing to keep 
themselves thoroughly posted on railroad matters 
[ = of no better paper.”—[Madison State 

ournal, 


**One ot our most valuable exchanges. * * * 
{ts columns teem with reliable information of 

reat benefit to railroad men of every section of 
the United States.”—{Leavenworth Bulletin. 


NOTICES OF THE PRESs, 


“In every respect a worthy representative of 
the energetic and go-ahead city where it is pub- 
lished.”—[Cincinnati Railroad Record. 


“A most valuable thing to the engineer and all 
railway men, the capitalist, traveler mechanic and 
general reader.”—{ Brooklyn (N. Y.) Argus, 


‘““ We know not where its equal can be found, 
* * * * One of the most valuable journals in 
the country.”—{Evansville (Wis.) Review. 


‘*Full of information, scientific and general, 
with regard to railroads all over the country, their 
+ ~ nme, operation, etc.”—[Rochester Uhron- 
cle, 


“ This excellent weekly kee 
posted as to what is 
than any other we 
News. 


““We consider it the most complete mirror of 
our railroad, shipping, monetary and other chief 
— to be found in the country.”—[Nebraska 

egister. 


“A publication of great value to every one in- 
terested in railroads and railroading, and its scien 
tific articles are of | pee value to every scholar.” 
—{Oshkosh (Wis.) Northwestern. 


‘*Emphatically a journal of transportation, and 
contains every conceivable item of news on the 
subject of railroads, steamboats, telegraphs, ex- 
press companies, etc.”—[F lint (Mich.) Glo 


“The news is very full, the discussions are con 
ducted in good temper and with excellent informa 
tion. To judge from this first number, the con 
ductors of the Gazerre know what “ railroading” 
is, and what a proper weekly journal should be.” 


—{New York World. 

““A very neat publication in point of appear- 
ance, and, as it always has been, is now a reliable, 
= and accurate journal, ably edited in its 
various departments. * * Our scissors 
have wandered over its columns ‘“‘many a time 


and oft,” and always with gratifying results.”— 
[Buffalo Commercial Advertiser 


its readers better 
oing on in the railroad world 
ave seen.”—[Albany (Ga.) 


‘*Has been for thirteen years a live, energetic 
railroad newspaper, and has fought its way up 
among its many competitors for the favor of the 
railroad public, gaining in strength and rising in 
importance year by year, until to-day it stands sec- 
ond to no journal of that important class in the 
United States.”—[Peoria Daily Transcript. 


‘* We have perused each succeeding number with 
great interest—its comprehensive information of 
railway matters, its sensible editorials, its able 
contributions and descriptions of new machines 
for railway use—and pronounce it by far the most 
progressive and valuable railway journal pub- 
ished in the United States.”"—{Pitisburgh fron 
World and Manufacturer. 


** We are glad of the opportunity of adding our 
cordial testimony to the great excellence of this 

eriodical, which has certainly taken a first rank 
in the railroad literature of the modern world. 
Its writers have both information and experience; 
its «xtracts from foreign journals are selections 
of the best, while its news columns leave little to 
be desired by those who wish to be kept au courant 
with the location and construction of new lines 
and changes and improvements in the older or 
—” States Railroad and Mining 

ter. 








JACOB R. SHIPHERD & C0., 


155 and 157 LaSalle Street, 


CHICAGO. 


RAILWAY BANKERS 


NEGOTIATE 
MORTGAGE BONDS, 
And Local Bonds issued In Aid; 


Make Advances; Complete Unfinished 
Roads, etc., etc. 


BLISS, TILLOTSON & C0, 


Manufacturers and Dealers in 


TELEGRAPH MACHINERY, 


— AND — 


SuPPvrLins 


Ot Every Description. 


247 South Water Street, 


CHICAGO, ILL. 
L, @ TILLOTSON & 00., N. ¥. @. H. BLISS, CHICAGO. 








Established 1852. 
CLEVELAND FILE WORKS 


CLEVELAND, OHIO. 
All descriptions of Files Manufactured and Re- 


cut. Also, dealers in Best English CO test Tool 
Steel. Orders solicited and satisfaction guaran- 
teed. JOHN PARKIN, Prop’r. 





GIRARD 


TUBE WORKS & IRON COMPANY. 


PHILADELPHIA, PA. 


Manufacture Plain and Galvanized WROUGHT 
ERON PIPE and Sundries for Gas and 

Steam Fitte 
Railing 


Worxs—Twenty-Third and Filbert Streets. 
Orrick anD WaREHOUsE—NoO. 42 N. Fifth St. 





NE®S DEALERS 
mi 1 Address Orders for 


THE RAILROAD GAZETTE, 


— 


The Western News Company, 


CHICAGO. 





IMPORTANT DISCOVERY! 


“f COPYING PRINTERS INK, 


(McIxvarne’s Patent. ] 





Peculiarly adapted for 


Manifests, Bills of Lading, Bank Circulars, 
Reports and Statements of Accounts 
Current, Letter Heads, &c. 

Yielding as PERFECT AN IMPRESSION as that of the 
BEST COPYING INK for writing purposes—the use 
of the two in connection filling a want never here- 

tofore supplied. 


HELFENSTEIN & LEWIS, 


Railroad and Commercial Printing Rooms, 


Corner of Fifth and Chestnut Streets, 
PHILADELPHIA. 


G2” Specimen impressions furnished on ap- 


plication. 








IRON BRIDGES, PIVOT BRIDGES 


== 15D 


Turn Tables. 


F.C. LOWTHORP, 
Civil Engineer, Patentee & Builder, 


78 E. STATE STREET, 
TRENTON, N. J. 


F. E. Canda, 
BRIDGE BUILDER 


GENERAL CONTRACTOR. 
No. 2 8.Clark St., 
SHICAGO,- - ILLINOIS 


AKRON GEMENT. 
Union Akron Cement Company, 


SOLE MANUFACTURERS. 
OFFICE AND WAREHOUSE: 


88 MARKET ST., CHICAGO. 
20 Central Wharf, Buffalo. 


Orders of Contractors, Railroads, and Bridge 
Builders, promptly filled. 


ILLINOIS 


Manufacturing Co., 


479, 481 & 483 STATE 8T., CHICAGO, 
Manufacturers of 


RAILWAY CAR TRIMMINGS, 


Removable Globe Lanterns. 




















O. A. Boeus, Pres. 
A. H. Gunn, Sec’y. 


Jas. E. Cross, Supt. 
J. M.A. Dew Ase't Supt 








HARRISBURC 


CAR MANUFACTURING C0., 


Harrisburg, Pennsylvania, 
MANUFACTURE 
Passenger, Mail, 
Baggage, Box, 
Gondola, Coal, 


AND ALL OTHER EINDS OF 


RAILROAD CARS! 


Railroad Car Wheels & Castings, 
Bridge & Rolling Mill Castings, 
Bridge Rods, Bolts, 


RAILROAD FORGINGS! 


W. T. Hitprvup, Superintendent. 
Wiiiam CoLpEr, President. 


HARRISBURC 


Foundry and Machine Works | 


(Branch of Harrisburg Car Mfg Co.,) 
-Harrisburg, = - Pennsylvania. 


MANUFACTURERS OF 


MACHINISTS’ TOOLS! 


— SUCH AS — 
LATHES, PLANNERS, 


Shaping and Slotting Machines, 
Bolt Cutting & Nat Tap- 
Ping Machines, &c. 


W. T. Hiwprvp, Treasurer. 











